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Cordimus) all thrush The year 


american’s thirty-six strategically-located terminals. Staff- 
ing these terminals are men whose lives are devoted to 
service transportation, men alert to the signal that your 
shipment is ready to roll. They know how to handle the 


Something more—a great deal more than ordinary 
transportation—is assured the Shipper who selects Trans- 
american. Yet he pays no premium for the extras he 
gets. When he specifies Transamerican he is dealing 
with a specialized, highly organized, yet highly person- 
alized system that will see his shipments through in first 
class shape, on time, come what may. Transamerican 
has the facilities, modern as the next minute, to do the 
job. More than one thousand top-conditioned, company- 
owned highway units are at the command of Trans- 
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job and, importantly, they have the equipment and 
facilities with which to do it well. Supporting this net- 
work of experience and facilities is Transamerican’s 
expanding stature as one of America’s great motor trans- 
port systems—a distinction attained by its record of de- 
livering continuous, reliable service all through the year. 
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The inbound gondola, loaded 
with scrap, very likely will have 
a steel plate floor to which 
freight cannot be blocked. 
Result: a second gondola of a 
different type brought in 
empty may be needed to carry 
an outbound load. 


PATENTS PENDING 


51-SF-12 


NAILABLE STEEL FLOORS are formed of rigid 
channels made of N-A-X HIGH-TENSILE Steel, 
welded in place and separated by spacers to 
form nailing grooves. Stiff plastic composition 
és gunned into the grooves to form a tight seal. 


Today’s problem is clear: Moving more freight with /ess cars . . . and 
moving it faster. And railroad executives on 45 major roads have already 
found an answer that works .. . N-S-F. 


Gondolas with NAILABLE STEEL FLOORING, serve any need. They take 
bulk, blocked or floating loads. The same cars that deliver one kind of 
load can take away another kind of load. There’s less shuttling of cars 
... less ““deadheading” from job to job. . . and cars spend less time 
empty in the yards. 


And this is but one of the ways NAILABLE STEEL FLOORING keeps cars 
working and earning. With the sturdiness of steel, car floors need little 
care through the years, are “in service” all the time! 
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Address letters to Traffic World, 815 Washington Bldg., Washington 5, D. C. No 
attention will be paid to anonymous communications or questions from nonsubscribers. 





In this column will be published answers to questions relating to traffic, of general reader interest. A 


specialist in interstate transportation, who is a member of our special service department, will furnish 
references to regulations and decisions and will answer questions of application of tariff schedules and 
practical tariff problems. We do not desire to take the place of the traffic man, but to help him in his 
work, nor do we undertake to render legal opinions. The right is reserved to refuse to answer any 
question that does not seem to be of general interest or that may appear to us unwise to answer or too 
complex for the kind of investigation herein contemplated. 


Routing and Misrouting— 


Duty of Initial Motor Carrier Where 
Destination Not Reached by Motor Carrier 


Question—Minnesota 


A shipment was delivered to a truck 
line for a certain destination to which 
there was no truck service at all. The 
truck line hauled this shipment about 
half way and turned it over to a railway 
company. They charged a combination 
rate. The railway company has a rate 
from point of origin to destination of 
about half of what the combination rate 
would have been. 

I am of the opinion that there is a 
ruling of the Interstate Commerce Com- 
mission some place that prohibits truck 
lines accepting shipments they cannot 
handle through to destination via a truck 
route. Kindly cite such decision or give 
your opinion regarding this matter. 


Answer 


The Commission has held that carriers 
should refrain from executing bills of 
lading, the terms of which are impossi- 
ble to perfrom. Kimball Fruit Co. v. 
Western Maryland Ry. Co., 178 I. C. C. 
148; Peerless Wire Fence Co. v. Wabash 
R. R. Co., 38 I. C. C. 721. 

The Commission has also held that an 
originating carrier is under no obligation 
to deliver shipments to its competitors 
at point of origin, even though the com- 
petitor participates in a cheaper rate to 
the destination of a particular shipment, 
as the originating carrier is entitled to 
a line haul. Traffic Bureau, Lynchburgh 
Chamber of Commerce v. Yadkin R. Co., 
232 I. C. C. 135; Wabash Screen Door Co. 
v. Canadian Pac. Ry. Co., 214 I. C. C. 653 
and Hope Brick Works Co. v. Atchison, 
T. & S. F. Ry. Co., 200 I. C. C. 215. 

We can find no report of the Commis- 
sion which covers a similar situation. 

We are inclined to the opinion that 
the principle of the cases cited in the 
second paragraph above is applicable in 
the instant case. 





Tax on Transportation— 


Shipments to Government of United States 
Or an Instrumentalitiy Thereof 


Question—Missouri 


We have been unable to locate an 
answer to the following question con- 
cerning the application of the federal 
transportation tax. 

We understand from your answer to 
Texas in the October 15. 1949 Trarric 
Wor_p that shipments consigned to the 


government of the United States or an 
agency or instrumentality of the United 
States moving under a government bill 
of lading are exempt from the tax, ac- 
cording to a ruling of the Secretary of 
the Treasury. 

Is there any provision for the issuance 
of a license or permit allowing exemp- 
tion from the tax on the transporta- 
tion of property consigned to the gov- 
ernment of the United States when mov- 


‘ ing on a commercial bill of lading? We 


realize, of course, that temporary exemp- 
tion certificates are used in connection 
with export shipments, but our question 
refers to a domestic shipment. 


Answer 


There is no provision in the Federal 
Regulations relating to the tax on the 
transportation of property, for the is- 
suance of a license or permit allowing 
exemption from the tax on shipments 
consigned to the Government of the 
United States or instrumentalities 
thereof, moving on commercial bills of 
lading. 

Such shipments are exempt from the 
tax only when shipped on United States 
Government bills of lading. 





Tariff Interpretation— 


Reference to Official List of 
Open and Prepay Stations 


Question—Missouri 


In reviewing the October 27 issue of the 
TRAFFIC WORLD we note on page 6 under 
the above caption, a question as to the 
application of the carload and LCL rates 
to Robertson, Mo., and as to the authority 
for using the information in the Open 
and Prepay Station List as a basis for de- 
termining the applicable rate. 

In your answer reference is made to 
certain reports of the Commission which 
imply that the Official Open and Prepay 
Station List does not have the effect of 
restricting the application of tariff 
rates. The answer also indicates that if 
Robertson is within the corporate limits 
of St. Louis and there is no limitation 
on the application of the St. Louis rate 
to that point, the rate to St. Louis ap- 
plies to Robertson, which apparently 
leaves an inference as to the duplication 
of rates in the event Robertson is in 
the corporate limits of St. Louis. 

In order to clarify the situation, this is 
submitted to show that specific rates are 
now in effect to or from Robertson, Mo., 
which are generally class rates and can 
only be applied to the extent that facili- 
ties at that point permit of the handling 


(Continued on page 6) 











SH Working Toul 
for Traffic and 


Tramsporlation Men 


FOUNDED 


45th YEAR 


1907 


Published by The Traffic Service Corporation, 
815 Washington Building, Washington 5, D.C. 
U.S.A. E. F. HAMM, JR., President ond 
Treasurer; EMIL G. STANLEY, Executive Vice 
President and Secretary; STANLEY H. SMITH, 
Vice President; CHARLES B. CLARK, Vice 
ener 3 ROBERT J. BAYER, Assistant to the 
resident. 


EDITORIAL DIRECTOR 
STANLEY H. SMITH 


EDITOR 
ROBERT J. BAYER 


CHIEF, WASHINGTON NEWS BUREAU 
J. C. SCHELEEN 


WESTERN EDITOR 
N. C. HUDSON 


EDITORIAL ASSOCIATES 


L. W. BRITTON 

J. DELTON PATTIE 
S. D. MAYERS 

R. W. BARROW 


ADVERTISING DIRECTOR 


EMIL G. STANLEY 


State-Madison Building, 22 W. Madisen 
St., Chicago 2, Ill. Financial 6-0012. 


EASTERN ADVERTISING MANAGER 


ALVIN C. HOPKINS 


253 Broadway, New York 7, N. Y. 
Digby 9-4050. 


WESTERN ADVERTISING MANAGER 


CHARLES B. CLARK 


821 Market Street, San Francisco 3, 
Calif. YUkon 2-2338. 


PUBLISHER 
E. F. HAMM, JR. 


ASSISTANT TO THE PUBLISHER 
RALPH N. IVES 


CIRCULATION: DIRECTOR 
CARLISLE NORWOOD 


MANAGER, SPECIAL SERVICES 
R. R. LETHEM 


Registered U. S. Patent Office. Copy- 

right 1951 by The Traffic Service 

Corporation. No Part May Be Repro- 
duced Without Written Permission. Subscrip- 
tion Rate: $24 a Year, Single Copy 50 Cents. 
Entered as Second Class Matter January 1, 
1913, at the Post Office at Washington, D. C. 
Under the Act of March 3, 1879. 

THE TRAFFIC SERVICE CORPORATION Pub- 
lishes: Traffic World, Daily Traffic World, 
Traffic Bulletin. Affiliates: Transportation Sup- 
ply News, College of Advanced Traffic, Acad- 
emy of Advanced Traffic. Offices: State- P 
son Building, 22 West Madison Street, Chi- 
cago, Illinois; 253 Broadway, New Y f 
N.Y.; 821 Market St., San Francisco 3, Callf. 


TRAFFIC WORLD is a Member of The 
Di: Bureau of Circulations. Name 





EDI 
Pr 


LAI 


At 








07 


ation, 
D.C. 


Vice 
MITH, 

Vice 
jo the 


YM AEIAG, 


TRAFFIC NEWSMAGAZINE INDEPENDENT AS BETWEEN CARRIER AND SHIPPER 


WSs 


RRA VANag RRQ Qa°q°qnaauys 


NOMA BBw 


WW 


3 


DECEMBER 29, 1951 


NO. 26 °* VOL. 88 


OX 


. Seay 
QQ nq qq qq qqqjoh{xas 
SSG a ° aaa an °°~ogages 





Contents of This Issue 


THE NATIONAL TRANSPORTATION AND 
STS rks YY MI 
EDITORIAL 


Practical Use for the Christmas Spirit 


LATE NEWS 


WEEK IN TRANSPORTATION 


Transport Performance in ‘51 Reviewed in 
Annual Statements of Industry Spokesmen: 
Railroads—Faricy .............. 
Barge and Towing Industry .... 
Civil Aviation—Horne 
Contract Car Building—Wright 


Atlantic States Shippers Predict Carloading 
Gain in First ‘52 Quarter ............ 


Increase in Car Ownership Seen ‘Unlikely’ 
in First Six Months of ‘52 


Metzman on ‘52 Rail Traffic Volume 


Canadian Transport Board Defers Action 
on Rail General Rate Increase ........ 


Decatur Cartage Seeks R.F.C. Loan . 
R.F.C. Report on Rail Financial Aid ...... 


Material Handling Institute Meeting .. . 
Rail Freight Claim Causes Analyzed in 

Transport and Packaging Survey Report 
National Truck Group Appointments ..... 
Rosboro on Railroads in Europe ......... 
Portland Rail General Agents Organize .. 
Rail Exhibit at N.Y. Stock Exchange ...... 


Liberalization of Rail Regulation Urged by 
Railway Progress Group 


1.C.C. Member Exempted From Retirement 
U.S.-Slick Airlines Freight Agreement .... 


Rate Comparisons in Determining Reason- 
ableness—First of a Series of Three Arti- 
cles by Glenn L. Shinn 


D. W. Rentzel Honored 


Repeal of Service Fee Act Asked by Chicago 
Chapter of I.C.C. Practitioners ........ 


Central-Western Motor Claims Meeting 


Reduced Rail Furlough Fares Extended .. 


Selling Freight Services 


Can Incentive Payments Be Applied to 
Freight Transportation Selling?—18th of 
a Series of Articles by W. S. Hopper ... 


1.C.C. NEWS 


DECISIONS 
Emergency Amortization Ruling Affirmed 
Expedited Motor Finance Action ........ 


Bradford Pipe Line Value Determined .... 


Greyhound Qualifies as Self-Insurer 


. 23 


23 
24 
25 


25 


25 
26 


26 


ae 


. 


27 
28 
28 
29 
29 


29 
29 
29 


. 30 


31 


34 


. 34 


34 


Wooden House Rates Complaint Dismissed 
Ruling on Structural Materials Rates ..... 
Motor Finance Cases .................. 
Uncontested Finance Cases 


Railroad Abandonments 


Digest of Commission Motor Reports . . 
ORDERS 

F.E.C. Reorganization Allowances Hearing 
S.A.L. Stock Sale Order Amended ....... 
Hours of Service Order Change Denied ... 
Proposed Explosives Rules Changes ...... 
Change in Reporting Commodity Statistics 
Wardlaw Towing Rights Awarded 
Debit Rule Dropped From Service Order .. 


Certificates of Two Carriers Revoked ..... 
Freightways Note Authority Vacated .... 
C.F.A. to East Motor Increase Allowed .... 
W. C. Deposit Agreement Extended 
Suspended Tariffs 


Digest of Commission Orders ........... 


APPLICATIONS AND PETITIONS 

Additional Express Rate Increases Estimated 
to Yield $20 Million Asked ........... 

New Orleans Group Moves to Block Barge 
Line Exemption From Rail-Barge Rates 
IE sw dsc 


Rail Port Equalization Arouses Port of 
Houston Suspension Request .... 


Digest of Finance Applications 
Petitions for Rehearing, Etc. . 
PROPOSED REPORTS 


Equal Factor Scales for North-South and 
East-Southwest Rail Divisions Proposed . . 


North-South Divisions on Export Flour .... 


Regular Departments 


Questions and Answers 
Personal News 

News of Traffic Clubs 
1.C.C. Docket 


Stops in Transit 
Traffic Dates 


Editorial and Subscription Mail 


Address all editorial and subscription mail 
to Traffic World, 815 Washington Building, 
Washington 5, D. C. 


39 


S8S5S 8S 


=88s 


41 


41 
41 
41 
41 
41 
41 
41 
42 


42 


. 43 


44 


. 44 


44 
45 





Denial of Coal Rates Relief Proposed ..... 45 

Directive to Institute Motor Service ...... 45 

Motor Recommended Reports ..... es 

HEARINGS 

Railroads File Prepared Testimony in Sup- 
port of 15 Per Cent Rate Increase ..... 46 

I ais ona hea eee eR 49 


DEFENSE TRANSPORTATION 


D.T.A. Report on Tank Car Situation ..... 49 
Steel Drum Supply for Shippers ......... 49 
Price Agency and Contract Rates ........ 50 
N.S.A. Sets Coal Rates to France ...>.... 50 
Operations of Vessels in Emergency ...... 50 


F.M.B. NEWS 


Ocean Ship Agreements ............... 50 
C.A.B. NEWS 
‘Service’ Mail Rates Objected to by Post- 
master General Held ‘Sound’ ........ 50 


Mail Rates Set for Pacific Northern ...... 52 


Southern Airways Mail Pay Fixed ....... 52 
COURT NEWS 
Motor Act Prosecutions .............. 52 
Miscellaneous Decisions .............. . 56 
Loss and Damage Decisions ............ 58 
SR IN ois 56a sed crm ze 60 
LEGISLATION 
Series of Bills Amending 1.C. Act to Be 
Introduced by Sen. Johnson .......... 60 
STATISTICS 
Rail New Equipment Orders ......... .. 
Freight Car Supply Report ............ 62 
Canadian Carloading Volume ........ 63 
NEW SERVICES AND PRODUCTS 
Union Pacific Mechanizes Car Reporting to 
Speed Up Movement of Freight ...... 63 
New Movie Tells Story of Rail Police ..... 64 
Truck Firm Claim Prevention Program .... 65 
Role of B. & O. in Scrap Drive .......... 65 


West Coast Forwarder Service Expanded 65 
Willett Chicago Terminal Opened 
New Pittsburgh Motor Freight Terminal ... 65 
Shipment of Acid in Plastic Bottles ....... 65 





4 TRAFFIC WORLD 


Soo Power and Water Power help provide the spark in 


wido-aw2Ke WISCONSIN RAPIDS, WIS. 


Wisconsin Rapids, born of a merger of two towns, still 
finds merging a shortcut to success. Here, as in few other 
localities, industry absorbs the products of the soil to 
bring forth better things for all of 7-State Soo Line Land. 


Paper production is a major Wisconsin Rapids industry. 
The city’s leading paper plant, Consolidated Water Power 
and Paper Company does just what its name implies. It 
converts water current to electrical current, and pulpwood 
to high-quality paper. To assure an adequate supply of 
pulpwood for future paper production, this far-sighted 
organization carries on extensive reforestation projects. 
Swift movement of pulpwood to factory and paper to 
market is essential to the vitality of this firm—and Soo 
Line does much of the moving—for Consolidated Water 
Power and Paper Company and all of Wisconsin Rapids. 


Wisconsin Rapids industry is as varied as the water currents 
which turn its wheels. It is varied, but not varying, for a 
steady flow of Prentiss-Waber stoves, plus camping equip- 
ment, clothing, dairy products, paint and fiber cartons 
from other factories goes Soo Line to market. Wisconsin 
Rapids industry is growing and has the room for more 
growth. For information about industrial sites write R. S. 
Claar, Soo Line Railroad, Minneapolis 2, Minnesota. 


A sizeable portion of Wisconsin Rapids’ income comes 
from cranberries. The tart red berries, so much in demand 
at turkey time, grow profusely in nearby cranberry bogs. 
These bogs, created originally by water-blocking beaver 
dams, rank second in the nation’s production of cran- 
berries. ““Cranberry-raking”’ festivals, similar in spirit to 
corn-husking bees are held yearly. The Biron Cranberry 
Warehouse, representing a large portion of the state’s 
growers, has its headquarters in Wisconsin Rapids, ships 
the cranberry crop in Soo Line refrigerated cars, to dis- 
tributors and processing plants all over the nation. 


Ship S00 if you ship to or thru 
THE UPPER MIDWEST 


—your working partner 7 days a week 
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EDITORIAL 


Practical Use for the Christmas Spirit 


bees CAN BE as cynical as you please; but you can’t get 
away from the fact that the hearts of men do attain an 
access of peace and good will at this season of the year. You 
may be one of those, as most of us are, who really believes 
it all goes back to the Infant Divinity who sent His angels 
to sing the promise over the hillsides near Bethlehem nearly 
two thousand years ago; or you may be one of those cold 
scientists who see the manifestation as merely another ex- 
ample of mass psychology. In either case, you will experience 
a softening of the heart, like Scrooge on Christmas morning. 
Remember? He thought himself impervious to all such sen- 
timentality. He resisted the impulse toward Christmas good 
will to the end; but he wound up the softest hearted one of 
us all—a grizzled old hypocrite leaning out of his high win- 
dow and sending the street urchin around the corner to buy 
the prize goose. 


So just let’s take it for granted that, about now, men 
are looking at the world and at each other with a little less 
suspicion, a little more tolerance and kindliness than usual— 
even transportation men. Let’s take it for granted that, for 
a few days at least, the railroad executive isn’t thinking about 
the highway operator as a sort of tolerated pirate bent on 
scuttling the freight train and stealing its cargo; that the 
highway operator for a little while eases his suspicion that 
there is a railroad man in the coal bin intent on kidnaping 
his wife and children. 


Let’s believe that, for this week at least, yonder shipper 
appreciates the problem inherent in operating a transporta- 
tion system under uniformly good service when neither the 
traffic requiring the service nor the 0 to perform it remains 
constant—and that, on the other hand, the managers of the 
transportation systems acquire an access of understanding for 
the shipper who, asked to assume burdens of good packing, 
prompt and heavy loading, and complete unloading and 
cleaning, feels that, maybe, the railroad and highway oper- 
ators ought to show appreciation by trying to improve their 
own services. 


OULDN’T it be wonderful if, appreciative of each 

other’s problems, the leaders of each group should sud- 
denly decide that the week could be stretched into a year? 
Or, to be more specific, wouldn’t it be wonderful if just this 
week should be the one to see the beginnings of some overt 
attempts to remove at least a few of the contentions from 
the sphere of active and wasteful strife? 


A few weeks ago, on this page, we wistfully imagined 
a joint meeting of the boards of directors of the two great 
Organizations of transportation agencies—the Association of 
American Railroads and the American Trucking Associations, 
Inc. We admitted that it probably would be a long time 
before such a meeting took place. We asked, simply, for the 
privilege of still being around when it happened. 


We hardly —_— the reaction—from many quarters. 
It consisted simply of: ‘Why not?” And although we hadn’t 
looked for it, we confess we weren’t much surprised. You 
see, we know a lot of people in railroading, in trucking and, 


of course, among shippers. We know that, as individuals, 
many, perhaps most of them, talk and act differently from the 
way they act in organizations. They are free to admit, in 
conversation, that the other fellow isn’t so bad, in the long 
run, and that their own particular organizations haven't 
always acted as wisely as they might. 

So, right now, we feel that a joint meeting of truckers 
and railroad men, bent on discussing problems common to 
both groups, and bent, also, on eliminating some of the 
destructive and needless warfare that goes on between them, 
isn’t such an idle dream. Curiously, the thing that seems te 
stand in the way of such a meeting is the need for someone 
to take the initiative. Whether or not there is a feeling that 
the party making the initial overture might be sacrificing 
some of that elusive quality the Orientals call “face,” we 
do not know. We do know. that men important both in 
trucking and in railroading have suggested that there is no 
reason why their own particular groups would oppose such a 
move, if... 


HE thing we are talking about is no small thing. It is 

as big as the whole vast, overlapping, heterogeneous, 
complex and complicated American system of transportation. 
It is as big as the American principle of private business pri- 
vately operated, and for profit. Indeed, it is as big as the 
free American economy which can only continue and prosper 
on a basis of privately offered and privately eal trans- 
portation. 

That being the case, the softening of the antagonism 
which not only wears down our transportation systems but 
prevents consideration of an overall plan to make them more 
efficient and useful is as much a problem of American busi- 
ness generally as it is of the transportation agencies them- 
selves. 


There has been, as we have had occasion to point out 
several times recently, a growth of statesmanship among the 
users of transportation. It is no reflection on railroad men 
or truck men to say, what is obviously true, that the advance 
in broad public outlook in transportation in recent years has 
been largely among industrial traffic managers. As we pay 
that group the compliment, it seems only reasonable that 
we also charge them with the initiatory moves toward the 
kind of joint action suggested herein. 


The move, as we see it, is not one for organizations in 
any of the mentioned fields. It is one for individuals—for 
the meeting of men with men in understanding and good 
will. Behind the doors of the meetings of their own organi- 
zations such men must talk and act as members of those 
organizations. In personal contact these attitudes roll away 
and expose the same type of understanding and tolerance 
that make it possible for men to associate on the social plane. 


Let the suggestion—perhaps even the invitation—be 
issued by a small group, acting as individuals in contact with 
other individuals, and perhaps the thing may come to pass. 

Or is it merely the Christmas spirit within us that makes 
us believe so? 
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Don’t fret or worry yourself 
about the details of a move. 


A Mayflower repre- 
sentative calls on 
the people you are 
moving . . . makes 
all the arrangements. 


>» When you use Mayflower Long-Distance Moving Serv- 
ice, there’s no need for you to interview the family you are 
moving ... or even write them if they are in another city. 
A competent Mayflower representative will call on them, 
explain the service, set their minds at rest and make all the 
arrangements. This same representative “follows through” 
on the day of the move. That’s why Mayflower saves you 


work on long-distance moves... everytime... everywhere! 


AERO MAYFLOWER TRANSIT COMPANY «© Indianapolis 


Mayflower’s organization of selected warehouse agents provides on-the-spot 
_ fepresentation at the most points in the United States and Canada. Your local 
* Mayflower agent is listed in the classified section of your telephone directory. 
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QUESTIONS AND ANSWERS 


(Continued from page 2) 


of traffic. The Open and Prepay Station 
List shows conditions at Robertson, Mo., 
which can only be interpreted as apply- 
ing to LCL traffic handled over the stza- 
tion platform at that point. 

The Open and Prepay Station List, 
insofar as Robertson, Missouri, is con- 
cerned, defines the station conditions to 
the extent of indicating that it is a sta- 
tion on the Wabash R. R. and is subject 
to additional provisions more fully 
covered and explained under Note 1773. 
Note 1773 indicates that Robertson is 
located within the switching limits of St. 
Louis, Mo., and that on carload ship- 
ments, also single or mixed shipments 
in trap or ferry cars weighing 6,000 
pounds or more, the provisions of St. 
Louis-Edst St. Louis Terminal Lines 
Switching Tariff 1-Y will govern. Said 
switching tariff provides C.L. Switching 
rates of the Wabash Railroad within the 
St. Louis, Mo. switching district and de- 
fines that Robertson is located within 
that district. The rates therein apply to 
C.L. traffic and on single or mixer ship- 
ments in trap or ferry cars weighing 
6,000 pounds or more. The reference 
within Note 1773 to our Tariff G-18098, 
ICC No. 7596, is proper cross reference to 
indicate the switching tariff application 
in connection with the rates to St. Louis, 
Mo. on carload traffic and single or mixed 
shipments of 6,000 pounds in trap or 
ferry cars handled in road-haul service 
over our line. 

For the account of connecting line 
road-haul traffic the St. Louis-East St. 
Louis Terminal Lines’ Switching Tariff 
1-Y, Agent F. C. Kratzmeir’s ICC No. 
3813, in Item 12, defines the application 
of the switching charges, giving proper 
cross reference to the line-haul carriers’ 
absorptions tariffs. All tariffs naming 
rates to and from St. Louis, Mo. contain 
the general clause known as the Terminal 
and Omnibus Rule, authorized for pub- 
lication under Rule 10(b) of ICC Tariff 
Circular 20, which has the effect of 
bringing into play the provisions of the 
St. Louis-East St. Louis Terminal Lines 
Switching Tariff No. 1-Y, and our Tariff 
G-18098, ICC 7596, as well as the absorp- 
tion tariffs of our connections at St. 
Louis, Mo. for application in connection 
with their line haul traffic. 

Since Robertson, Mo. is not within the 
corporate limits of St. Louis, Missouri, 
this part of the answer is not pertinent 
and could only be confusing in arriving 
at the applicability of the St. Louis, Mo. 
rate on carload traffic to Robertson, Mo. 

The Open and Prepay Station List is 
silent as to the station facilities on LCL 
traffic other than when in trap or ferry 
cars weighing 6,000 pounds or more and 
rates as published to and from Robert- 
son, Mo. would only have effect as to 
such LCL shipments not handled in trap 
or ferry cars and originating and handled 
over the station facilities at Robertson, 
Mo. 


Answer 


In accordance with your statements, 
the rate to apply to Robertson, Mo. 
the specific rate published to that point, 
except that on carload shipments and 
trap or ferry car shipments of 6,00 
pounds or over the provisions of the 
switching tariffs apply. 

Unless the tariffs which make refer- 
ence to the Open and Prepay Station 


(Continued on page 10) 
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A REPORT FROM THE 


PORT OF SAN FRANCISCO 


In a recent widely circulated advertisement there 
were listed 14 EXCELLENT REASONS WHY World 


Traders everywhere look to 


SAN FRANCISCO FOR BEST SHIPPING 
RESULTS 


As a follow up, steps were taken to find out which of the 14 
advantages “Via San Francisco” rated first with exporters 


in routing freight to foreign customers. 
oo 


REASON NO. 1 FOR ROUTING SHIPMENTS VIA SAN FRANCISCO: 


FREQUENCY OF SERVICE. 


Average daily sailings, 11 ships to World Ports (over 
8,000 vessels in and out of the Golden Gate last year) 
— 
QUERY OUR TRAFFIC DEPARTMENT FOR DETAILS 


ee oo 


The Port of San Francisco Solicits Your Business 


BOARD OF STATE HARBOR COMMISSIONERS 
FERRY BUILDING - SAN FRANCISCO 6, CALIF. « U.S. A. 





T THE Nation’s largest rail 

transfer point, the St. Louis- 

East St. Louis area, your rail ship- 

ments get the safest, fastest, most 

careful handling any freight could 
get! 


Ben Gutman Truck Service, Inc., 
has built its reputation for top-grade 
.dependability over more than fifty 
years. And when Gutman signed a 
contract recently to handle the depot 
transfer work for ALL EIGHTEEN 
RAILROADS terminating in St. 
Louis and East St. Louis, thousands 
of rail shippers all over the country 


300 New Feoruaurs 


were assured of faster, safer-than- 
ever service in this area. 


For Gutman immediately put 300 
new Fruehauf Corrugated Steel 
Trailers to work . . . safeguarding 
rail freight against theft and 
weather in grueling night and day 
transfer hauls back and forth over 
the Mississippi River . . . in and 
around St. Louis and East St. Louis. 


Says Ben Gutman: “Our oldest 
Fruehauf is 21 years old, and we had 
fifty Fruehaufs when we bought 
these three hundred. I feel now that 
we have the most modern, up-to-date 
equipment money can buy.” 
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The Gutman trailers are a 


special adaptation-of-the Frue- 
hauf Corrugated Steel Trailer. 


Newest member of this popular 


line is the Fruehauf Durasteel 
Van... the first All-Steel 
Trailer! A one-piece all-welded 


hi-tensile structural steel unit. 


NAILABLE HI-TENSILE STEEL FLOORING .. . Stronger! Lighter! 
Safer! Adds strength without adding weight . . . a revelation in in- 
creased payloads and lower operating costs per-ton-mile. Plus .. . 


2 


RUGGED SIDES . . . corrugated hi- 
tensile steel combines with sturdy 
vertical posts to provide extra tough- 
ness to withstand the hardest use. 


STURDY ROOF ASSEMBLY... weath- 
ertight, flat galvannealed roof is 
welded to sides, combines with cap 
rail to give maximum strength. 


PERFECT-FIT DOORS . . . anchored 
with sturdy hinges, lock securely. 
Full width bumper guards amply 
protect rear of van. 
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5 


DOUBLE RUB RAILS . . . sides and 
front are protected by all- welded, 
continuous, single-piece guard rails, 
top and bottom. 


DEEP CROSSMEMBERS. .. . flanged, 
die-formed and gusseted at each end 
to increase overall strength without 
increasing Trailer weight. 


WIDE UPPER COUPLER . . . securely 
reinforced steel coupler plate permits 
easier coupling from wide angles. 


ENGINEERED TRANSPORTATION 






































































Wabash is a major link between 
the East and West, North and 
South, offering you through 
routes with 66 railroads. Ship 







via Wabash for swift, sure hand- 





ling. For details, see the nearest 





Wabash Representative or write: 





P. A. SPIEGELBERG 
Freight Traffic Manager 
Wabash Railroad, St. Louis 1, Mo. 














QUESTIONS AND ANSWERS 


(Continued from page 6) 

List contain a reference thereto which 
permits of the use of the Station List 
for purposes other than as described in 
the items in the tariffs which were the 
subject of the reports of the Commission 
in Atlantic Comm. Co. Inc. v. St. Louis, 
B. & M. Ry. Co., 259 I. C. C. 435 and 
Armour & Co. v. Akron, C. & Y. Ry. Co., 
232 I. C. C. 471, it is our opinion that 
such a cross reference to the Open and 
Prepay Station List is not a use of the 
Open and Prepay Station List for deter- 
mining the facilities for handling freight 
at Robertson, Mo., but rather for deter- 
mining the applicable rate. 

In the report of the Commission quoted 
from in our answer and in the cases 
cited therein, the Commission specifical- 
ly states that reference to the Open and 
Prepay Station List must be confined to 
the purposes indicated in the tariffs 
making reference thereto. 

A specific cross reference to the 
switching and absorption tariffs in the 
tariffs containing rates to Robertson, 
Mo. would probably end what appears 
to be confusion as to the applicable rates 
to apply to that point. 





Routing and Misrouting— 


Destination Not on Delivering Carrier 
Specified in Bill of Lading 


Question—Georgia 


Since this is a complicated question, we 
are attaching hereto a statement show- 
ing the pertinent portions of bill of lad- 
ing signed by carrier. 

A carload of iron articles was shipped 
from point A, in Connecticut, consigned 
to point B, in Georgia, with stop-offs at 
point C and point D. The route is as 
shown on bill of lading—PRR RF&P 
ACL, with Ga RR shown as delivering 
carrier, not line haul carrier. 

Of course, with this routing and stop- 
offs the through published rate could 
not be protected, since point D is the 
most distant point and necessitated a 
back-haul to final destination. Charges 
were assessed on basis of a combination 
rate. 

Note that the routing shown was not 
complete, even to the final destination 
shown on the bill of lading, and no 
further routing was shown. While en- 
route, the division freight agent of the 
delivering carrier assumed the responsi- 
bility of correcting the routing by adding 
four other carriers, with the delivering 
carrier not the one shown on the Dill 
of lading. 

On behalf of the Connecticut shipper 
we filed claim with the delivering car- 
rier (Central of Georgia Ry.) for the 
excess charges. This claim was declined 
with the statement that: 

It is our view that shipment was handled 
to destination over the lowest rate avail- 
able route accomplishing the stop-offs and 
allowing the ACL and Ga RR participation, 
as directed by the shipper on their bill of 
lading. 

Note here that the Ga RR was not 
shown in the through routing on the bill 
of lading, but only as a delivering car- 
rier. 

Of course the shipper was at fault in 
issuing this bill of lading, by showing 
impractical stop-off points in comparison 
with the final destination as shown. Ac- 
tually, point D should have been shown 
as final destination, with point C and 
point B as the stop-off points. 

Since one of the carriers’ representa- 
tives added the routing, without consult- 
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ing the shipper; and since he made ro 
effort to change the destination or stop- 
off points, along with the routing, we are 
of the opinion that there is quite a bit 
of “carrier’s error” involved. We have 
a@ vague memory that the Commission 
has previously ruled that the carriers 
have a lawful responsibility to refrain 
from signing bills of lading containing 
such conflicting provisions, though we 
are unable to locate any such decisions 
at the moment. There was no rate 
shown in the bill of lading, which may 
further complicate the question. 

We will appreciate any reference you 
may furnish as to decisions relating to 
this problem. 


Answer 


In our opinion the shipment you de- 
scribe was misrouted by the initial car- 
rier, for the reason that the final destina- 
tion shown in the bill is not located on 
the carrier shown therein as the. de- 
livering carrier, when taking into con- 
sideration the back-haul involved in 
stopping the shipment at D for partial 
unloading. 

See the reports of the Commission in 
Allied Asphalt & Mineral Corp. v. 
Hoboken Mfr’s R. Co., 194 I.C.C. 265; 
Eiler Lumber Co. v. Garyville N. R. Co., 
163 I.C.C. 268 and Hutton & Bourbonais 
Co. v. S. Ry. Co., 50 I.C.C. 434. 

Under the facts in the first cited case 
Lincoln, N.J. was the intended destina- 
tion. However, the shipper in preparing 
the bill of lading showed the destination 
as Chicago and routing via Lehigh Val- 
ley R. R. delivery. Chicago, Ill. is not 
located on that carrier and routing via 
Lehigh Valley and Wabash Railroad was 
inserted in the bill of lading by the 
initial carrier, the Hoboken Mfr’s R. Co. 
The Commission held that the shipment 
had been misrouted by the initial car- 
rier. 





Tariff Interpretation— 
Motor Carrier Minimum Rate Stops 
Question—Missouri 


A truckload shipment is tendered a 
motor carrier on which the minimum 


- weight provided by the exceptions to 


the classification is 20,000 pounds and 
the applicable rating is 5th class. It so 
happens that the carrier transporting 
the shipment from point of origin to 
point of destination has a 4th class re- 
striction on the rate. 

The question is, which is the applicable 
minimum weight, the 20,000 pounds as 
provided by the exceptions to the classi- 
fication or the minimum weight which 
is applicable to the restricted rate? The 
exceptions tariff names a minimum 
weight of 18,000 pounds applicable to a 
4th class rate. 

The tariff referred to above is Middle- 
west Motor Freight Bureau Tariff No. 
35, MF-ICC No. 167. 


Answer 


No doubt the Class 4 restriction on the 
rate is published under the general ex- 
ceptions to the application of rates. This 
section shows the lowest rate that will 
apply on shipments moving via specifi- 
cally named carriers, either locally or via 
joint routes. It does not show any 
weights that are to be used with this 
rate stop. 

The situation might be explained in 
the following manner: The item con- 
taining the Class 5 exception rating and 
minimum weight of 20,000 pounds has 
replaced the rating and minimum weight 
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“Mon, it’s worrrth everrry cent it costs!’ 


Many a canny Caledonian has freely unlatched his 
sporran when confronted with Harborside’s unpar- 
alleled advantages. Here is a combination of facilities, 
services, experience, and convenient location that 
makes for very thrifty distribution indeed ! 


Harborside provides 27,000,000 cubic feet of dry- 
and cold-storage, office, showroom, processing, 
and manufacturing space. Here you have free and 
bonded stores, pool car service, transshipment, and 
distribution. Equipment is fully mechanized—our 


workmen are fast, careful and competent. The vast 
building is fireproof and sprinklered. Insurance 
rates, of course, are low. 


Harborside is located opposite Cortlandt Street, 
Manhattan—5 minutes from Holland Tunnel and 
trunk highways. Direct connections with Pennsyl- 
vania Railroad, and with all other lines and steam- 
ships, by lighterage; 31-car placement. Write today 
for descriptive booklet on Harborside—world’s 
greatest rail-water terminal. 


HARBORSIDE WAREHOUSE COMPANY, INC. 


34 EXCHANGE PLACE, JERSEY CITY 3, NJ. 
IN THE HEART OF THE NEW YORK METROPOLITAN AREA 
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Indicative of Rio Grande’s ever- bs 5105 a we 
better capacity to serve: - ) — ome ship} 


@ Delivery of 500 70-ton all-steel “ x ee want 
open-top triple-hoppers started late r 
in November and will be completed * é a. —as —— plat 
early in 1952. nse getiemen seen . whic 
@ On order for delivery during late ye , 
1952 are 1500 70-ton all-steel , - 
gondolas and 25 covered hoppers. f —— : the ¢ 
@ Also on order for delivery Py. - POP OO es ser . 
beginning in May 1952 are 36 ne = <i tie en age re . ~ clear 
additional Diesel-electric locomotive mee ae So Me ment 

units, bringing the Rio Grande fleet bs : : — ae Seo 
to 211 units. Ans\ 
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F. C. HOGUE, Vice-President —Traffic ~ Rio-Gra nde cons 
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Rio Grande Building, 1531 Stout Street 
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on the same article in the National Mo- 
tor Freight Classification. Now on top 
of this we find that a certain carrier 
will not transport any shipment for less 
than the Class 4 rate. Although this 
restriction is not designated as such, it 
may be called an exception to an excep- 
tion rating and replaces the Class 5 
exception rating. The minimum weight 
as shown in the regular exception item 
has not been disturbed. When we com- 
bine the exception item with the indi- 
vidual carrier’s rate stop we find that we 
10w have a Class 4 exception rating and 
a minimum weight of 20,000 pounds. The 
charges should be computed on this basis. 

The Commission in determining the 
proper charges to apply in the case of a 
penalty shipment in Freight Transp. En- 
gineers, Inc. v. Interstate M. Freight, 46 
M.C.C. 657, used somewhat the same 
principle, insofar as the minimum weight 
was concerned. 


Tariff _Interpretation— 
Charges Apply on Gross Weight 


Question—Pennsylvania 


We have a problem with one of our 
shippers concerning dunnage. The prob- 
lem arises in this manner: they only 
want to include in their shipping weight 
the actual weight of the steel which is 
being shipped. We believe that any 
platforms, or wood or protective material 
which is fastened to the steel when it 
is set upon the truck should be included 
in the shipping weight. Any lumber or 
bracing used to secure the material to 
the truck is dunnage. 

Can you refer me to any Interstate 
Commerce Commission ruling which will 
— up this particular dunnage argu- 
ment? 


Answer 


Rule 10 of National Motor Freight 
Classification No. 11 provides that, unless 
otherwise provided, charges shall be 
computed on gross weights, excluding 
the weight of temporary flooring, block- 
ing, racks, standards, stakes, or similar 
bracings, dunnage or supports. 


This rule applies to traffic covered by 
tariffs subject to the classification as 
such tariffs may provide. 


See, in this connection, Continental 
Transp. Co. Extension of Operations, 7 
M.C.C. 248, 251. 


Liability of Carrier— 


For Refusing to Make Delivery 
Without Delivery Receipt 


Question—Missouri 


This question deals with the legality 
of telegraphic instructions to divert, re- 
consign, or otherwise deliver freight di- 
rected to the delivering carrier by the 
shipper holding the original bill of lading. 


The specific question is, whether tele- 
graphic instructions to a carrier by the 
shipper authorizing delivery to Post Of- 
‘ice of printed matter without a delivery 
receipt, is a legal document binding on 
the carrier and the sender of the tele- 
sraphic instructions as well. 

Have there been any cases before the 
Commission or the courts to which spe- 
cific citations can be made? 

In the instant case, the shipment orig- 
inated at point A, via a particular carrier, 


DUREGY 


daily service between the 


important industrial centers of America 


Our large fleet of modern city and 
over-the-road equipment plus the nation’s 
most efficient terminal facilities assure 
consistently fine service. Write or phone 
your nearest terminal for current point list. 
Spector Motor Service, Incorporated, 
600 West 25th Street, Chicago 16 
the wise selector routes it 


PECTOR 


serving the nation 
boston 


bridgeport 
chicago 
indianapolis 
milwaukee 
newark 
new britain 
new york 
peoria 
philadelphia 
providence 
racine-kenosha 
st. louis 
trenton 
worcester 
terminals 








Our thanks to you, Mr. Traffic Manager. Everyone 
associated with Allied appreciates how much your confidence 
has meant. Again, this year—and for the 22nd straight 
time—Allied is the nation’s No. 1 long distance 

mover. More people have been moved by Allied than 

by any other van line in the nation. Whenever you 

want finer, more dependable service, call on your 

Allied agent... always, a good man to know. 


Faster service with Allied. More than 2,200 modern, 
well-equipped vans get your loads right there—and on 
schedule—thanks to its major, leased-wire 

dispatching service. 


Packing! Local moving! Complete storage 
facilities! Allied agents operate 860 of the nation’s 
best warehouses in more than 400 communities 
from coast-to-coast. 


Of the nationwide van lines, only Allied offers you 
transit protection up to the full value—written into the 
bill of lading itself. 


Your local Allied Agent is the No. 1 Specialist in local and long- 
distance moving, storage and packing. See your classified tele- 
phone directory. Agents from coast to coast. 


NO.1 ON U.S. HIGHWAYS » NO. 1 IN SERVICE e NO.1 IN YOUR COMMUNITY 
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moved in joint line service to another 
carrier for delivery at destination, point 
B. The delivering carrier was authorized 
by the shipper to release the shipment 
to Post Office without signed delivery re- 
ceipt. The carrier refused to make such 
delivery without signed delivery receipt, 
and accordingly contacted the shipper at 
point of origin for disposition, and was 
informed that due to the fact that the 
commodity was seasonable merchandise 
and no longer of value at destination, 
authorized return to point of origin. 

The shipper, thereupon, filed claim 
with the originating carrier claiming that 
the delivering carrier did not act in de- 
livery according to telegraphic instruc- 
tions and has based claim for damages 
with the originating carrier accordingly. 

It is our contention that the delivering 
carrier is wholly responsible due to the 
fact that telegraphic instructions were 
disregarded, and is responsible for any 
damages occurring. 

Please give citations to formal cases 
covering. 


Answer 


We know of no cases dealing with this 
subject. 

It is our.opinion that there is no li- 
ability on the part of the carrier for 
refusing to make delivery without a 
signed delivery receipt. To do so would 
leave their records incomplete and with- 
out proof that delivery had been made. 


ANUUUENUOUUUUOUUUEOUUUEOUEEOAEEUACUUUUOOOEAOUOOUEUOUEAOOEUOGEUGUUAAEUAA AULA H tt 


FROM OUR 
READERS 


Discussion of transportation subjects by our readers 
is invited for use in this column. Letters must be 
brief and writers must identify themselves. Anony- 
mous communications will not be published. Ad- 
dress letters to ‘‘From Our Readers” Editor. 


WOTECTOLOUUEUOGUCEUAUEOGOCEOUOOUUULULOUEOUUUAEEAGEA UAE 


Bricker Editorial Praised 


Chicago, Ill. 

I wish to compliment you particular- 
ly on the editorial, “Bricker Looks at 
the National Transportation Policy,” in 
the December 8 issue of TraFFic WorLD. 
I write about it especially, although in 
my humble opinion your editorials gen- 
erally are statesmanlike and evidence 
an unusual depth of understanding of 
the issues underlying the field of trans- 
portation. 

It is not often that the opportunity 
arises to comment on something of the 
scope of the Bricker report, and it is 
probably due to the wide scope of that 
report that your editorial comment is of 
particular significance. You have treated 
the report fairly and with a profound 
comprehension of the basic principles 
involved. I heartily endorse your re- 
marks, particularly with reference to 
the “blind spot” in the report. The ap- 
parent failure to recognize the inher- 
ently superior service of a particular 
type of transportation is an important 
factor in attracting traffic. 

It is of paramount importance to 
shippers that, in the overhauling of the 
transportation act, the inherent ad- 
vantages of the various types of trans- 
portation are not diminished or de- 
stroyed by arbitary legislation—Ler J. 
QuasEY, Commerce Counsel, National 
Live Stock Producers Association. 
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NORFOLK 


No doubt about it — the fellow who needs ice and 
snow in his ocean shipping business had better give a 
cold shoulder to Norfolk! 

But the shipper who wants no part of ice and snow 
can wisely steer a straight course for the Port of Norfolk 
on Hampton Roads — ICE-FREE AND OPEN THE 
YEAR ’ROUND! 

Cold extremes slow up everything . . . harbor move- 
ments ... machinery ... even men. But you can 
discount “Low Temperature Lags’” and ‘“Ice-bound 
Interludes” when you mark your freight ‘“N. & W. Via 
Norfolk,”’ because such conditions just don’t exist for 
that team. 

That’s one reason why the Port of Norfolk makes 
warm friends and shipping successes! 


cX. = 


NORTH & CAROLINAS) j 
— 


P.S. And Remember These N & W 
Port Advantages — 


PRECtHiSs1! ON 


Five modern merchandise freight piers 

Modern, mechanized handling 
equipment 

Rails direct to shipside—no lighterage 


Almost 2 million sq. feet of clean 
floor space 


Yards accommodating thousands of 
cars 

Modern fumigation plant 

Oil and other liquid handling 
equipment 

Regular sailings 

Plenty of skilled manpower 

Coal piers with 114-million-tons- 
monthly capacity 

750,000-bushel grain elevator 


For routes, rates, schedules and other pertinent 


information, call or write: 


W. C. SAWYER, 
General Foreign Freight Agent 
NORFOLK AND WESTERN RAILWAY 
233 Broadway 
New York 7, New YORK 
Phone — BArclay 7-1090 


¢ 
J. J. EVICH, 

Assistant General Foreign Freight Agent 
NORFOLK AND WESTERN RAILWAY 
Room 402 Royster Building 
NorFOLK 10, VA. 
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Leadership 
in Action 





The Burlington’s PIONEER ZEPHYR 
—America’s first Diesel-powered, 
streamlined train—introduced a glo- 
rious new era of comfort, conven- 
ience and speed on American rail- 
roads. 










Look to Burlington! » 


a sees 


* Sea, + 
“fp ee! . - 













Burlington leadership showed the way to the two basic ideas The Burlington created the first 
of modern freight and passenger transportation — mighty diesel Vista-Dome car to test public reac- 
power and sleek streamlined trains. — to a a ar 
fa a ie oday, Vista-Dome Zephyrs bring 
Leadership like that is a Burlington tradition. Here are three new enjoyment and a new perspec- 
current examples: tive of train travel to hundreds of 
® Burlington’s stainless steel, double-deck suburban coaches thousands of travelers. 
(above), setting a new standard of comfort, convenience and 
efficiency. 






@ Burlington’s Vista-Dome cars, first to bring ‘(penthouse views” 
to railroad passengers. 

@ Burlington’s modern freight service—now faster and more 
dependable than ever. 








This year, next year, every year... for better transportation, 
look to Burlington! 


BURLINGTON LINES ° Sceryuhere West 


Chicago, Burlington & Quincy Railroad 
Colorado and Southern Railway 
Fort Worth and Denver Railway 
The Wichita Valley Railway 











Burlington 



















1951— As new and comfortable as 

its Zephyrs and Vista-Domes are the 
modern, air-conditioned, stainless 
steel, two-level gallery cars now 
serving Burlington communities be- 
tween Chicago and Aurora. They 
represent another Burlington first— 
a new idea in modern and efficient 
equipment for suburban travel. 



















e Through the years... ‘‘Burling- 

ton’’ and ‘‘leadership’’ have been 

synonymous. This railroad believes 
that it still pays to pioneer and 
that public approval and patron- 
age will always be the reward of 
leadership. So, the Burlington 
Lines will continue to lead in de- 
veloping better transportation 
methods for all America! 






















AN ESSENTIAL LINK IN 
TRANSCONTINENTAL TRANSPORTATION 
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TRAFFIC AND TRANSPORTATION NEWS 








Hearing on N. Y. Highway Tax Surcharge 


Shifted to Washington, D. C., Jan. 23 


Eastern Industrial Traffic League and New England Traffic League 
Oppose Efforts of Motor Carriers to Obtain Permission of 1.C.C. to 
Publish Tax Surcharges on a Lower Basis Than Originally Planned. 


Shipper interests have opposed ef- 
forts of the motor carrier respond- 
ents in I. and S. M-3929, Surcharges— 
New York State, to obtain modifica- 
tion of the Commission’s orders sus- 
pending tariffs which proposed to 
levy, as a surcharge, amounts in- 
tended to meet the cost to the car- 
riers of a highway-use tax based on 
the capacity of vehicles, levied since 
October 1 by the state of New York 
(T.W., Oct. 27, p. 13). 


When the tax law was passed hy the 
legislature of that state, motor carriers 
operating in the state filed intrastate 
and interstate tariffs based on estimates 
of what the tax would cost them. 

The Supreme Court of New York State 
enjoined the state Tax Commission, in 
October, from collecting the tax, but it 
ruled that the carriers must obey other 
provisions of the law requiring them to 
obtain a highway use permit, and to 
keep mileage records. 

Shippers having protested that -the 
proposed surcharges were greater than 
the amount of the tax, the carriers 
sought special permission to file new 
and lower surcharges. 

The involved tariffs were suspended 
until May 7, 1952, and the proceeding 
was originally set for hearing in New 
York City. However, the hearing was 
later shifted to Washington, D.C., and 
the date was changed from January 16 
to January 23, 1952. Notice of the new 
hearing had not yet been served on the 
parties on December 27. Examiner S. A. 
Aplin will conduct the Washington hear- 
ing. 

Eastern Industrial Traffic League 


The Eastern Industrial Traffic League 
filed with the Commission replies to 
petitions of the New England Motor 
Rate Bureau, Inc., the Eastern Motor 
Freight Conference, Inc., and the Mid- 
dle Atlantic Conference. 

Referring to a second petition of the 
New England Motor Rate Bureau for 
vacation of the Commission’s second 
supplemental order (several orders were 
issued in I. and S. M-3929, covering sep- 
arate tariff filings that would have im- 
posed the surcharge), the league said 
that the petition was a “re-hash” of a 
first request for modification and vaca- 


tion of the Commission’s order, “with 
window dressing added.” 


The league asserted that the carrier’s 
petition amplified the league’s conten- 
tion that a one cent a 108 pounds sur- 
charge was “being overstated” and that 
it gave added emphasis to the reality 
that the cost of the tax to the carriers 
was so small that “it could be readily 
absorbed by them in their present rate 
structure.” 


The shipper group also asserted that 
@ statement of the carriers, that the 
primary objection on the part of the 
shipping public was to the manner in 
which the publication of the surcharge 
was proposed, was not its primary objec- 
tion. It said that the league in all of 
its petitions had stressed the belief that 
the public was paying the tax in the 
carrier’s present general level of rates. 
It then quoted from its earlier state- 
ments as follows: 

“When the actual cost of administer- 
ing and paying the tax is developed and 
the effects of these costs on total operat- 
ing costs is known. and if additional 
revenue is needed, then and only then 
should a reasonable increase in the gen- 
eral rate level upon proper and full 
showing to the Commission be granted.” 

The league said it contended that re- 
spondents had not made a full and 
proper showing to the Commission. 


Referring to the other tariffs and sup- 
plements filed by other bureaus and car- 
riers, which it said contained surcharges 
ranging from one to two cents a 100 
pounds. and in some instances higher, 
which had been suspended, the league 
said that granting special permission to 
the New England motor group to deviate 
from the terms of the suspension order 
would “unleash a flood of such requests 
from other respondents whose publica- 
tions are under suspension.” The net re- 
sult will be tariff confusion, discrimina- 
tion, and for all practical purposes the 
end of the suspension order in I. and S. 
M-3929, the league asserted. It con- 
tinued: 

“The public is entitled at the very 
least to a fair and clear-cut determina- 
tion of the issues involved, issues that 
have not been pre-judged by compromise 
or partial vacation of the suspension or- 
der. 

“The league does not argue the fact 
that the carriers have to pay the tax 
and in the final result the shipping 
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public pays it. The league does argue, 
however, that the public is paying for 
it in the present general level of rates. 

“The league’s position is that the car- 
riers should live with the tax for six 
months or so. When the actual cost of 
administering and paying the tax is de- 
veloped and the effect of these costs on 
total operating costs is known and if 
additional revenue is needed, then and 
only then should a reasonable increase 
in the general rate level, upon proper 
and full showing to the Commission, be 
granted.” 

The Eastern Industrial Traffic League 
made similar assertions in its reply to a 
second petition of the Eastern Motor 
Freight Conference and an amended 
petition of the New England Motor Rate 
Bureau for modification and vacation of 
the second supplemental order in I. and 
S. M-3929. 

In its reply to a petition of the Middle 
Atlantic Conference for permission to de- 
viate from the terms of the suspension 
order, so that a lower scale of surcharges 
might be published, the league said it 
did not accept the carriers’ claim of an 
emergency. As to a statement of the 
carriers that they must collect some sur- 
charge during a test period, the league 
said that, as it understood the state- 
ment, the respondents were saying that 
“they must collect some form of sur- 
charge during the test period if they 
are to determine the effects of the tax.” 
Again, said the league, this statement 
refuted the carriers’ claim of emergency 
and that “it reveals the true intent of 
their petition.” It added that the pro- 
posed “unreasonable rates and charges” 
were not justified merely because of car- 
rier inability to compute or estimate 
the alleged costs of the tax. 


New England Traffic League 


The New England Traffic League, re- 
plying in the same terms to petitions 
of the Eastern Motor Freight Confer- 
ence, and the New England Rate Bureau, 
for special permission to modify and 
vacate the second supplemental order 
in I. and S. M-3929, to enable the pub- 
lication of a different scale of surcharges, 
said that the proposal of the carriers 
to increase the rates through tariff pub- 
lication by one cent additional to the 
rates to, from and between points in 
New York state did not remove the ob- 
jections of the League. 

“The position of the New England 
Traffic League remains unchanged and 
it contends that if an increase in costs 
is incurred as a result or the New York 
state ton-mile tax, it is a direct operat- 
ing expense and it should be so treated 
by the incorporation of the tax and the 
expenses accruing therefrom to the op- 
erating expenses of the carriers; and, if 
need be through increased operating 
ratio that it be woven into the entire 
rate structure,” said the New England 


group. 


It asked denial of the petitions, and 











747+100=847 = That’s the number of Diesels we will have in service early next 


year upon delivery of the 100 additional units now being built. Then, Diesels will power 


96% of our freight ton-miles, 95% of our passenger car-miles, and 85% of our yard- 
switching hours. This modern, efficient power will be working for you in ’°52—when you 


ship or travel to, from and within the South via the SOUTHERN RAILWAY SYSTEM. 
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that the Commission proceed with hear- 
ing in the case at which time, it said, 
“the carriers will have ample opportu- 
nity to present their facts from which 
the Commission may determine whether 
or not the carriers are entitled to ad- 
ditional revenue to offset the tax and 
administrative expenses thereof.” 





Nyrop Explains C.A.B. 
Position on Irregular, 


Coach-Type Services 


Donald W. Nyrop, chairman of the 
Civil Aeronautics Board, replying to 
a letter from Senator Sparkman, of 
Alabama, who wrote as chairman of 
the Senate’s select committee on 
small business, has explained the ac- 
tion of the C.A.B. in connection with 
the status of non-scheduled air 
carriers. 


Mr. Nyrop opened his letter to Sena- 
tor Sparkman as follows: 

“This will acknowledge receipt of your 
letter . . . referring to the board’s de- 
cision in the Transcontinental Coach- 
Type Service Case, and asking that the 
non-scheduled air carriers be allowed to 
live and grow until the board has com- 
pleted its long-term study and arrived 
at its conclusions. I assume that the 
long-term study to which you refer is the 
comprehensive investigation (Docket No. 
5132) instituted by the board on Septem- 
ber 21, 1951,.into the air services per- 
formed by the large irregular carriers 
and irregular transport carriers.” 

‘ ‘The transcontinental case to which Mr. 

Nyrop referred was No. 3397 et al., 
Transcontinental Coach-Type Service, in 
which, by a report and order, the C.A.B. 
refused to grant four irregular air car- 
riers certificates authorizing unlimited 
east-west transcontinental coach-type 
passenger service. The board said that 
lower fares must not be denied to the 
“masses of the people,” but added that 
it would look to the certificated air car- 
riers to develop such services (T.W., Nov. 
17, p. 54). 


Mr. Nyrop told Senator Sparkman 
that, when it instituted its comprehen- 
sive investigation in No. 5132, the board 
took several other steps to permit the 
non-scheduled carriers to continue to 
operate the same kind of services they 
had been authorized to perform since 
the beginning of their operations. He 
continued: 

“All remaining applications for indi- 
vidual exemption orders filed by the 
large irregular carriers which had not 
been disposed of by the board prior to 
September 21, 1951, were consolidated 
with the comprehensive investigation, 
and it is contemplated that these applica- 
tions will be decided simultaneously with 
or subsequent to the board’s conclusions 
in the investigation. The board also 
suspended the operation of the so-called 
three-and-eight-trip limitation which 
had been included in the individual ex-~ 
emption orders issued to seventeen of 
these carriers upon the completion of 
proceedings upon their individual ex- 
emption applications. As a result of 


these actions, together with the earlier 
action of the board postponing the 
effective date of the three-and-eight- 
trip regulation following the ruling of 
Judge Bastian in the American Air 
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Transport Case, the situation today is 
that all of the non-scheduled carriers 
which formerly held exemption author- 
ity under part 291 and which were still 
operating or authorized to operate on 
September 21, 1951, are being permitted 
to live and operate pending completion 
of the comprehensive investigation, at 
which time further action of the board 
expanding or contracting the operating 
authorizations of such carriers may be 
expected. The only large irregular car- 
riers which have lost their operating 
authority since August 6, 1948 (at which 
time the class was closed) are those 
whose letters of registration were re- 
voked for such willful and knowing 
violation of the act as made it clear that 
only by revocation action could compli- 
ance with the lawful requirements of 
the civil aeronautics act and regulations 
issued thereunder be achieved, or which 
went out of business and ceased to op- 
erate because of bankruptcy, lack of 
equipment, or other reasons.” 

Mr. Nyrop said that although the 
board, subject to appropriate enforce- 
ment action pending conclusion of the 
investigation in the event that the car- 
riers operated in excess of their legal 
authorizations, was allowing the non- 
scheduled carriers to continue to live, 
the question of permitting further growth 
of such carriers presented a different 
problem. He added: 

“Such carriers do, of course, have the 
opportunity for further growth to the 
extent that they may be able to obtain 
additional equipment or obtain greater 
utilization of existing equipment to be 
used in the operation of irregular serv- 
ices, or of services, which are without 
limit as to frequency or regularity, under 
contract with the military. However, 
in the absence of some emergency or 
other special circumstances which may 
arise because of national defense or 
other needs, we do not believe that the 
operating authority of such carriers, 
which is being continued in order to 
preserve the status quo, should be ex- 
panded pending the outcome of the com- 
prehensive investigation which will de- 
termine their role.” 


As to the relationship of the coach- 
type case and the comprehensive in- 
vestigation, Mr. Nyrop said: 

“Since your letter refers both to the 
Transcontinental Coach-Type Service 
Case and the comprehensive investiga- 
tion, brief comment should be made on 
the relation between them. In this 
connection it is important to note, as 
the majority opinion in the Coach Case 
carefully points out, that the decision 
there is limited to the applications in 
that case for authority to conduct air 


coach services unlimited as to frequency. 


and regularity. The board did not pass 
upon the applications to the extent that 
they could. be construed as requesting 
air coach service operated, as the non- 
scheduled carriers are permitted to op- 
erate, on a limited or restricted fre- 
quency or regularity, but deferred ac- 
tion on such limited applications so that 
they could be considered together with 
the investigation of the same general 
type of service included in the com- 
prehensive investigation. Thus the 
board’s opinion does not necessarily re- 
quire or foreshadow a decision unfavor- 
able to the non-scheduled carriers in the 
comprehensive investigation. 

“As the board’s opinion shows, the 
board believes that the market for 
coach-type service is a large and im- 
portant one. It does not necessarily 
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follow from this, however, that such 
market must be served by a large num- 
ber of carriers. Although judgments 
may differ as to how the large coach 
market can best be developed in the 
interest of an economically sound air 
transportation system, the board does 
not believe that it is a paradox to con- 
clude that it can best be done by a rela- 
tively small number of carriers. The 
civil aeronautics act, the standards of 
which must govern the board in all its 
actions, does not provide that competi- 
tion shall be unlimited, but rather that 
competition to the extent necessary to 
assure the sound development of an air 
transportation system shall be provided. 
The majority of the board, like Member 
Ryan, did not decide ‘against further 
coach service,’ as stated in your letter, 
but against additional carriers operat- 
ing unlimited coach services over the 
major, high density route segments. The 
reasons for so doing are set forth in 
the opinion itself, and no attempt will 
be made here to repeat or enlarge upon 
them.” 

Mr. Nyrop said the Senator seemed to 
take the position that implicit in the 
board’s decision was an attitude that 
would prevent hundreds of thousands of 
persons, presumably now carried by the 
irregular carriers, from flying. A fair 
reading of the board’s opinion, he said, 
would reveal that in reaching its con- 
clusion the board was thinking not only 
of those persons utilizing air coach serv- 
ices at present between the relatively few 
points receiving such services, but “of 
the long range need to provide low cost 
air transportation to existing traffic and 
to a great number of additional cities 
and persons without increasing the need 
for support by the federal government.” 
This, he said, did not mean that the 
present needs of the present travelers on 
the irregular air carriers would be for- 
gotten or neglected, since that was one 
of the issues which the board must con- 
sider and decide in the comprehensive 
investigation. 





Cost of Living Rail 
Wage Increase to 
Cost $120 Million 


A rise in the consumer’s cost of 
living index, maintained by the Bu- 
reau of Labor Statistics, to 189.3 as of 
November 15, resulting in an increase 
of 4 cents an hour for railway work- 
ers whose agreements contain escala- 
tor clauses, will add an estimated 
$120,000,000 to the annual labor bill 
of the railroads, a railroad spokes- 
man said. 


He pointed out that this included 
actual payments and the accumulation 
of the increase in special reserves for 
the three brotherhoods which have not 
as yet reached agreement with the rail- 
roads, as the railroads had been ac- 
cumulating the increases for those broth- 
erhoods since the 1950 agreements were 
reached with the other unions. Thus, 
he said, the entire estimated $120,000,000 
would be deducted from operating in- 
come. 

Under the escalator clause in the wage 
agreements, railroad workers receive an 
increase of one cent an hour for each 
point of change in the consumer’s cost 
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of living index, and the base written into 
the agreements was 178. Therefore, 
since the settlements were reached, there 
has been an increase of 11.3 points in the 
index. 

Efforts of the National Mediation 
Board to effect a settlement between 
the Brotherhood of Locomotive En- 
gineers and the railroads have proved 
unsuccessful. Before the latest media- 
tion attempt was undertaken, the broth- 
erhood had asked for the appointment 
of a Presidential emergency board to 
investigate and report on the dispute 
under section 10 of the railway labor 
act. The board had certified to the 
President, before the last mediation was 
undertaken, a recommendation that an 
emergency board be appointed. It is 
presumed, therefore, that President Tru- 
man will appoint an emergency board to 
investigate and report on the dispute. 


Water Certificate Set Aside 


At the request of the applicant, Chile 
Steamship Co., Inc., New York, N.Y., 
the Commission, division 4, has set aside 
a certificate and order issued to that 
company on May 24, 1944, and dismissed 
the application. The action was by an 
order in W-275, Chile Steamship Co., 
Inc., Common Carrier Application. 

The Commission said that the 1944 
certificate authorized continuance of op- 
eration by Chile Steamship as a common 
carrier by self-propelled vessels and by 
non-self-propelled vessels with the use 
of separate towing vessels, in the trans- 
portation of copper and cotton yarn be- 
tween ports and points in New York 
harbor and contiguous harbors. 

It said the carrier informed the Com- 
mission that no operations were being 
conducted under the certificate and that 
its operations were now limited to trans- 
portation not subject to provisions of the 
interstate commerce act. 





Rail, Barge Pleas Accepted 


By an order of the Commission by 
Commissioner Mahaffie in No. 26712, 
Rail and Barge Joint Rates, the Com- 
mission has accepted and filed of record 
petitions of the railroad respondents and 
of the Mississippi Valley Barge Line for 
vacation of the Commission’s order in 
taat proceeding requiring compliance 
with an earlier report in which ihe 
Commission approved establishment of 
through routes and joint rates for trans- 
portation of property over the railroads 
and three barge lines, subject to pre- 
scribed differentials (T.W., Dec. ‘22, p. 
15). The order said replies to the peti- 
tions might be filed on or before January 
21, 1952. 


(See earlier story on page 43) 


Export Coal Rerouting Order 


Homer C. King, the Commission’s 
agent under revised service order No. 
562, Rerouting of Traffic—Appointment 
of Agent, has authorized the Baltimore 
& Ohio Railroad to reroute and divert 
to the Western Maryland Railway at 
Cherry Run, W.Va., for dumping at 
W.M. piers, Port Covington, Md., the 
number of cars of export coal which the 
W.M. will accept and dump. The order, 
King’s IL.C.C. order No. 55 under the 
revised service order, was made effective 
from 12:01 a.m., December 22, 1951, until 
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11:59 p.m., January 31, 1952. It said 
the B. & O. had been unable to dump 
all cars of coal routed over its lines at 
its pier facilities at Curtis Bay, Md., 
because of congestion. 


C. & O. Asks to Rearrange 
Chicago Trackage Rights 


The Chesapeake & Ohio Railway Co., 
in asking for authority to acquire cer- 
tain trackage rights and abandon opera- 
tion under certain trackage rights in 
Chicago, IIll., says it is required to make 
a rearrangement of its present operating 
facilities in and near Chicago in the 
interest of the public and its own in- 
terest. 

The C. & O. filed with the Commission 
its application in Finance No. 17584. In 
a return to questionnaire it said the vol- 
ume of freight traffic handled by it intc 
and out of Chicago had greatly increased 
in recent years and would continue to 
increase. 

“The facilities used by applicant in its 
operation under trackage rights over the 
line of the Nickel Plate,” it said, “have 
become inadequate and unsatisfactory 
and will become increasingly inadequate 
and unsatisfactory for applicant’s use in 
transporting this large and increasing 
volume of freight traffic. 

“The expenses incurred by applicant 
in its operation under trackage rights 
over the line of the Nickel Plate are ex- 
tremely large and place a heavy burden 
upon applicant’s railway system. Appli- 
cant is, therefore, required to make a 
rearrangement of its present operating 
facilities in and near Chicago in the in- 
terest of the public and of its own in- 
terest...” 

The C. & O. said its proposed project 
would enable it to “adequately and satis- 
factorily transport its Jarge and increas- 
ing volume of freight treffic in and out 
of Chicago, to provide more expeditious 
and efficient service to shippers and 
consignees in handling such volume of 
traffic, to realize a large annual saving 
in expenses, and to insure uninterrupted 
service by avoiding the labor difficulties 
which now confront applicant in con- 
nection witn its operations on the line 
of the Nickel! Plate.” 

The railroad said it requested au- 
thority to abandon operation under 
trackage rights over the Nickel Plate 
between a connection with the Erie Rail- 
road at Erie Junction near Hammond, 
Ind., and a connection with the New 
York Central at 78rd. Street, Chicago, 
about 10.89 miles, and also over a Nickel 
Plate track extending to a connection 
with the Illinois Central Railroad at 
I.C. Junction, 83rd. Street, 0.09 mile. 

The C. & O. said it proposed to sub- 
stitute for the operation under trackage 
rights proposed to be abandoned over 
the Nickel Plate, operation under track- 
age rights (1) over the Erie between 
Erie Junction and a connection with the 
Chicago & Western Indiana Railroad at 
the Indiana-Illinois state line, 0.43 
mile, (2) over the Western Indiana be- 
tween its Erie state line connection and 
it: connection with the Belt Railway of 
Chicago at Pullman Junction, 7.41 miles, 
and (3) over the Illinois Central between 
its connection with the Belt Railway at 
Burnside, and a connection with its 
own line and the line of the Nickel Plate 
at I.C. Junction. 1.41 miles. 

It said it propused to construct cer- 
tain new yard tracks and yard facilities 
in connection with the proposed project. 
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Central States Motor 
Carriers Ask Approval 
Of Rate Agreement 


Motor carrier applicants operating 
to, from or between points in Cen- 
tral States Territory have filed with 
the Commission an application, Sec- 
tion 5a application No 33, asking 
approval of an agreement among 
them relating to rates, classifications, 
divisions, allowances, and charges, 
rules and regulations pertaining 
thereto, and to procedures for joint 
consideration, initiation and estab- 
lishment thereof. 


Under section 5a of the interstate com- 
merce act (the so-called Bu)wirkle act} 
common carriers are relieved from op- 
eration of the anti-trust laws in enter- 
ing into and carrying out agreements 
for joint action on rates and related 
matters, if the agreements are approved 
by the Commission. 

More than 800 carriers are parties to 
the agreement, which establishes the 
Central States Motor Freight Bureau. 
Inc., at Chicago. Chester G. Moore is 
named as chairman of the bureau. The 
bureau, according to the agreement, is 
obligated to maintain a territorial office 
for the convenience of the members of 
each geographical class at 10 cities lo- 
cated within the territory covered. It 
is also obligated, within 30 days follow- 
ing the effective date of approval] of 
the agreement to enter into territorial 
agency agreements for representation in 
each of the 10 territories under a uniform 
agency agreement with certain other 
carrier organizations, named in the ap- 
plication. 

The agreement and by-laws provide 
for the organization of the bureau, and 
contain the usual provisions preserving 
the right of independent action to each 
member, as well as for the docketing of 
proposed tariff changes, the holding of 
hearings not earlier than 15 days follow- 
ing- docketing of a proposal, and notice 
of hearing to be given at least seven days 
prior to date of hearing. 





Suspended Tariffs 


By first supplemental order entered 
in I. and S. M-4001, Petroleum Products, 
El Paso to Ariz. & N. Mex., the Commis- 
sion suspended from December 27, 1951, 
to and including June 30, 1952, certain 
schedules published in tariff MF-I.C.C. 
No. 4 of Ferguson-Steere Motor Com- 
pany, Dallas, Tex. The suspended sched- 
ules proposed reduced motor common 
carrier commodity rates on refined pe- 
troleum products in tank trucks, from 
El Paso, Tex. to various‘ points in New 
Mexico. 

I. and S. M-4024, Restriction—Helm’s 
New York-Pittsburgh Motor Exp., the 
Commission on its own motion suspended 
from December 28, 1951, to and includ- 
ing July 27, 1952, certain sched™les as 
published in Centra] States Motor 
Freight Bureau, Inc.. ugent’s MF-I.C.C. 
No. 570. The suspended schedules pro- 
pose to restrict rates on the Helm’s New 
York-Pittsburgh Motor Express, Inc., so 
as not to apply on shipments of less 
than 5,000 pounds, from and to certain 
points in Indiana, Ohio, Pennsylvania 
and Kentucky. 





Every year is Leap Year...on the GM&O! 


That’s right—every year, when you ask for 
service, we leap into action—to give 

you efficient, trouble-free, 

dependable transportation service. 


But next year is something special. 

Instead of being on deck io serve you 365 days... 
we ll have 366 days to show you what real 
service is. Whether you're shipping to, 

from, or through the region between 

the Great Lakes and the Gulf of Mexico, 

give us a try. Then you'll agree that 

GuLr, MoBILe & OHIO is the road for you in ’52! 


Guit, Mobile & Ohic 
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THE WEEK IN TRANSPORTATION 


News of Significance to Traffic and Transportation Mon 


Annual Review Statements Show 1951 
Performance of Rail, Water, Air Lines 


Records Pointed te by Spokesmen for Railroads, Water Carriers, 


Civil Aviation. 
Noted. 


William T. Faricy, president of the 
Association of American Railroads, 
in his year-end statement said that 
“the nation’s railroads in 1951 made 
all-time record expenditures for new 
equipment and far-reaching im- 
provements in their plant, which 
helped bring about further enlarge- 
ment of carrying capacity and 
greater operating efficiency.” 

“The railroads also carried a near- 


record traffic of 643 billion ton-miles, 
and took in record gross operating reve- 


nues of more than $10 billion,” he con-: 


tinued. “Expenses and taxes were also 
at record levels, however, and increased 
faster than revenues. Net railway op- 
erating income fell from $973 million 
in 1950 to $903 million in 1951 and the 
rate of return earned on net investment 
decreased from 3.96 per cent to only 
3.54 per cent. 

“The telling effect that higher wage 
rates and prices have had on railroad 
operating costs is evident from compari- 
son of such increases with the far lesser 
increase in freight rates. Since 1939, for 
instance, straight-time hourly rates of 
pay for railroad workers have increased 
139 per cent, and prices of railroad ma- 
terials and supplies have increased 130 
per cent. During the same period, the 
revenue received by railroads for haul- 
ing an average ton of freight one mile 
has risen only 45 per cent. 

“In 1951, the railroads received an 
average of 1.339 cents for carrying a ton 
of freight one mile. They also performed 
passenger transportation equivalent to 
moving 34,399 million passengers one 
mile, at an average charge of 2.601 cents 
for carrying a passenger one mile. 

“Despite the meager return on in- 
vested capital, the Class I railroads 
spent in 1951 an all-time record amount 
of more than $1,400,000,000 to enlarge 
capacity and to increase operating effi- 
clency. Of this huge outlay of capital 
spending, approximately $1,061,000,000 
was allocated for the purchase of about 
84,000 new freight cars and about 3,500 
new locomotive units. More than $351,- 
000,000 went for improvements to road- 
way, structures and other fixed facilities. 

“As a result of these new facilities in- 
Stalled by railroads under the 1951 im- 
provement program, which represents a 
continuation and acceleration of the 
long-range program undertaken after 
World War II, the railroads during the 


Large Expenditures for Equipment and Facilities 
Freight Car Production in ‘52 Seen as ‘Uncertain.’ 


past year so enlarged their carrying ca- 
pacity and increased their efficiency that 
the average freight train carried more 
tons of freight more miles during each 
hour of operation than ever before. : 


Outlook for 1952 


“The railroads enter 1952 with a heavy 
backlog of more than 120,000 freight 
cars and more than 1,700 locomotives on 
order, representing commitments to 
spend more than one billion dollars. 
And these capital improvements, along 
with the many other phases of self-im- 
provement which the railroads have un- 
dertaken, will require continued huge 
expenditures. 

“On the other hand, the railroads are 
faced with a serious shortage of the ma- 
terials and funds required for continued 
expansion and improvement of facilities. 


“The Class I railroads, for instance, 
consider the delivery of 10,000 new 
freight cars monthly as the minimum re- 
quired to meet their needs, yet in only 
one month of 1951 was this number of 
cars built, and reduced steel allocations 
in the first quarter of 1952 will doubt- 
less further reduce the number of freight 
cars installed. 


“The extent to which the railroad pro- 
gram of improvement and expansion 
can be financed depends on railroad 
credit which is based on earnings or the 
prospect of earnings. This in turn de- 
pends on the relationship between rail- 
road rates and operating costs. 


“What these relationships will be in 
1952 and thereafter cannot now be de- 
termined. But whatever they may be, 
the railroads will continue to do every- 
thing in their power to meet national 
transportation needs right up to the 
limit of available money and materials.” 


Air Association Personnel 


M. F. Redfern, vice-president of the 
Air Transport Association, has an- 
nounced the following organizational 
changes, effective January 1, 1952: 

Charles C. Hubbard, in addition to his 
present capacity as assistant executive 
secretary of the Air Traffic Conference 
of America, will serve as assistant vice- 
president—traffic, of the association. 

Robert Minogue, of the association’s 
Air Traffic Conference Military Bureau, 
has been appointed assistant director of 
the military bureau. 


U.S. Waterways Operators 
Review Barge and Towing 


Industry Accomplishments 


“The barge and towing vessel in- 
dustry is closing a year during which 
it moved more freight than in any 
previous year and is entering 1952 
equipped to move still greater ton- 
nages farther and faster,” said the 
American Waterways Operators, Inc., 
in a year-end statement. 


“National defense, industry, agricul- 
ture and commerce in 1951 called upon 
the inland waterway transport for sharp 
increases in cargo space and motive 
power. The inland waterway division, 
Defense Transport Administration, on 
December 13 reported a 1951 construc- 
tion program of 1,489 tugs, towboats and 
barges. That figure includes 476 ves- 
sels completed and in operation, 300 un- 
der construction and 713 on order. The 
1951 box score as of December 13 was 
as follows: 


Under 
Construc- On 
Built tion Order Total 


ists ce tescs ‘ 28 32 103 

47 21 112 
Cargo barges .... 167 461 945 
Tank barges 58 199 329 


“The nation’s fleet of towboats, tugs 
and barges comprised 18,586 vessels at 
the year’s end. 

“From September 9, 1950, to September 
30, 1951, the Defense Transport Admin- 
istration issued tax amortization certif- 
icates for the construction or recon- 
version of 787 towboats, tugs, barges, 
car-floats and car-ferries having a dollar 
value of $83,269,308. 

“During 1952 capital investments of 
the industry are expected to reach 200 
million dollars. 


Vessel Construction, Etc. 

“The diesel engine ‘industry reports 
manufacture in 1951 of eighty-one 
marine diesels for vessels of 100 gross 
tons or more and of 2,162 for vessels of 
less than 100 gross tons. These engines 
were for both inland and off-shore ship- 
ping. The industry foresees a 1952 mar- 
ket for 2,467 marine diesels for replace- 
ments and new construction. 

“Towboats launched in 1951 under 
the Defense Production Administration’s 
steel allocations program averaged 1,375 
horsepower per boat. Tugs averaged 
798 horsepower. The capacity of the 
tank barges added to the fleet averaged 
16,544 barrels or 694,848 gallons, and the 
carge barges built in 1951 will carry an 
average load of 974 tons. 

“Forty of the tugboats in the program 
call for more than 1000 horsepower and 
sixty-three for less than 1000 horse- 
power. In the towboat construction 
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program are seventy-three of more than 
1000 horsepower and thirty-nine of less. 


“Military construction in the field of 
inland waterway and off-shore trans- 
portation during 1951 was heavy. The 
Navy Bureau of Ships as buying agent 
for the Army and Army Air Force con- 
tracted for the construction of 271 
barges, 150 tugs, 44 cargo-passenger 
boats and 17 lighters. The barge pro- 
gram included 178 cargo barges, 93 
knock-down barges and four 165-foot 
petroleum tank barges. The tugs are 
the harbor-type vessels. 


“Steel allocations for construction of 
inland waterway craft are 22,000 tons 
for the first quarter of 1952. Allocations 
on that basis for the four quarters of 
the new year, it is estimated, would 
permit construction of 36 tugs and tow- 
boats, 38 tank barges, 110 cargo barges, 
13 railroad lighters and car ferries and 
13 miscellaneous vessels during 1952. 


“When the Corps of Engineers, De- 
partment of the Army, makes its final 
tabulation of tonnages and ton-miles of 
inland waterway traffic for 1951 the all- 
time records established in 1950 are ex- 
pected to be broken by wide margins. 
In 1950 the inland waterways moved 
297,696,209 tons of freight for a total 
ton-mileage of 53 billions. 

“Equipment-wise the barge and tow- 
ing vessel industry made progress in 1951 
in design and engineering as well as in 
augmentation of its total fleet. 


“Numerous integrated and articulated 
tows, revolutionary in design, made their 
appearance on the western rivers and 
the intracoastal waterways in 1951. These 
are principally in the petroleum and coal 
trades. Petroleum tows comprising six 
or eight barges having a total capacity of 
seven million gallons or more and coal 
tows of 20,000 tons are now common on 
the Mississippi and Ohio Rivers and 
their tributary rivers and canals. 


“Conversion from steam to diesel mo- 
tive power by the world-famous Monon- 
gahela River coal fleets, which annually 
deliver 22 million tons or more of coal to 
steel mills in the Pittsburgh, Pa., region, 
made its greatest gains during the year 
just closing. Fifteen modern diesel tow- 
boats joined the Pittsburgh area’s fleet 
in 1951. 

“New types of vessels launched by in- 
land shipyards in 1951 included innova- 
tions in tank barges for moving chemi- 
cals, power units which perform equally 
as well the off-shore duties of the sea- 
going tug and the inland waterway 
chores of the towboat, new off-shore 
well-drilling barges and tows in which 
the power unit is tied by cable to the 
cargo unit to form a single unit and ca- 
pable of carrying both dry and liquid 
cargoes in separate compartments. 


Cooperation Reported 

“Leaders in government, industry and 
transportation as well as the several 
forms of transport cooperated during 
1951 as never before to effect coordina- 
tion of all forms of transportation. The 
Defense Transport Administration and 
the armed forces contributed to this co- 
ordination by encouraging use of the 
type of transport most adapted to the 
cargo. 

“Under the foregoing program nearly 
100,000,000 gallons of alcohol were barged 
under the Rubber Reserve Synthetic 
program (A single tow of this cargo was 





valued at $51,000,000' Coal was barged 
for the Tennessee Valley Authority, stor- 
age facilities for barged grain were aug- 
mented, and agencies under the Depart- 
ment of Defense selected sites on inland 
waterways for military installations and 
facilities requiring materiel in sufficient 
quantities to warrant shipment in barge 
lots. There was also noted a marked 
increase in barge shipments of defense 
steel and products, especially from Pitts- 
burgh, Pa., and Birmingham, Ala., mills 
to the Southwest. Tows carrying 2C,090 
tons of steel, 7 million gallons of petro- 
leum products, 200,000 bushels of grain 
and 15,000 tons of coal are a common 
sight on the inland rivers and canals... . 


Additional Facilities 


“Several railroads built new or mod- 
ernized old water-rail terminals on the 
rivers and canals, coal mine operators 
improved their water-rail facilities on 
the Allegheny, Monongahela, Ohio and 
Mississippi and the Illinois Waterway. 
Power companies improved their coal- 
handling facilities on these same water- 
ways. Such inland ports as Memphis, 
Tenn., New Orleans, La., Mobile, Ala., 
Houston, Texas, and Brownsville, Texas, 
enlarged their wharves for handling 
shipments between vessels and between 
vessels and railroads. Grain elevators 
were enlarged and new ones built at 
many river ports. The Missouri-Ilinois 
Bi-State Development Agency proceeded 
with elaborate plans for port facilities 
on the Chain-of-Rocks Canal at Gran- 
ite City, Ill., across the Mississippi River 
from St. Louis, Mo. Every port on the 
Gulf Intracoastal Waterway in Texas 
and Louisiana took one or more steps 
including special bond issues, in 1951 to 
improve their facilities for handling 
barge traffic. The Tennessee Chute of 
the Mississippi River at Memphis, Tenn., 
was closed by the Corps of Engineers 
as the first major step in a $48,000,000 
harbor improvement program. Among 
Mississippi and Ohio River ports seeking 
improved harbor facilities are Vicksburg 
and Greenville, Mississippi, Baton Rouge, 
La., Cairo Ill., Cincinnati, Ohio, and 
Louisville, Ky. The major oil companies 
enlarged and augmented their storage 
facilities on the Atlantic Intracoastal 
Waterway, the Gulf Intracoastal Water- 
way and the inland rivers and canals. 
The Air Forces built three large tank 
farms on the Mississippi, Missouri, and 
Ohio Rivers for distribution of gasoline 
to air bases.” 

Munger T. Ball, Port Arthur, president 
of the Sabine Transportation Co., was 
1951 chairman of the board of The 
American Waterways Operators, Inc., the 
national trade association of the barge 
and towing vessel industry. Other di- 
rectors of the association are: 

V. A. Kogge, Chicago, Ill.; G: C. Tay- 
lor, St. Louis, Mo: Capt. Edwin T. Bull, 
Joliet, Ill; W Ww. Tennant, Baton 
Rouge La. Herman T. Pott, St. Louis, 
Mo.; M. Creditor, Cincinnati, O.: 
Charles E. Fernald, Philadelphia, Pa.; 
Patrick A. Foster, Pittsburgh, Pa.; Harry 
B. Dyer, Nashville, Tenn.; J. W. Hoover, 
Pittsburgh, Pa.; Fred B. Zigler, Jennings, 
La.; Bailey T. DeBardeleben, New Or- 
leans, La.; J. W. Hershey, Houston, Tex : 
Joe Norville, Port Arthur, Tex.; A. W. 
Frey, New York City.; Capt. Asa P. Ward, 
Pensacola, Fla.; C. G. Willis, Norfolk, 
Va.; Charles F. Kellers, New York City: 
J. Frank Belford, Jr.. New York City: 
Parker S. Wise, New York City; Ira U. 
Cobleigh, New York City; Capt. A. Lep- 
paluoto, Vancouver, Wash.: D. P. Pen- 
hallow, San Francisco, Calif. 





TRAFFIC WORLD 


‘Steady Forward Progress’ 
Reported for U.S. 
Civil Aviation 

A good safety record and increased 
assumption by the industry of cer- 
tification of its own products marked 
the year 1951 in aviation, Charles F. 


Horne, Administrator of Civil Aero- 
nautics, announced at the year end. 


“General aviation (non-air carrier and 
non-military)”, said he, “continues its 
steady forward progress, with agricul- 
tural aviation and executive flying mak- 
ing substantial increases. There were no 
unusual pest attacks on crops to call for 
emergency use of large numbers of agri- 
cultural planes, but the number of these 
planes in service according to field esti- 
mates increased by about 15 per cent, 
and the services performed for farmers 
increased by an estimated 10 per cent 
over last year. Executive travel, spurred 
by the preparedness program, increased 
as additional firms put their own air- 
planes into service. 

“With a record of an estimated 22,960,- 
000 passengers carried for a total of 10 
billion, 666 million passenger miles, the 
domestic scheduled airlines recorded 1.4 
passenger fatalities per 100,000,000 pas- 
senger miles, against a 1.2 last year. 
International scheduled airlines expe- 
rienced 1.2 passenger fatalities per 100,- 
000,000 passenger miles, compared with 
2.1 last year. 

“Combined, domestic and international 
lines exactly equalled their record of last 
year with an estimated 1.3 passenger 
fatalities per 100,000,000 passenger miles. 


“This safety record must be viewed in 
the light of a strong growth in air car- 
rier activity, officials say, over all previ- 
ous years. There was a gain in passen- 
gers of 32 per cent on domestic lines, 
and a gain of 22 per cent on international 
lines. An estimated 22,960,000 passengers 
were carried domestically, and 2,037,000 
internationally. ... 

“Materials shortages affecting all civil- 
ian industry slowed down aviation expan- 
sion but the rearmament program tended 
to point up the importance of civil avia- 
tion in national defense. On the basis 
of a C.A.A. survey showing that 80 per 
cent of the active non-carrier civil air- 
craft in the United States are engaged 
primarily in activities useful to the na- 
tional defense, the C.A.A. recommended 
that the production of non-carrier civil 
aircraft be kept at a minimum level of 
3,500 annually, a figure which was ap- 
proved by the Defense Production Ad- 
ministration. 


“National defense continued to be the 
principal governing factor in the con- 
struction or development of airports un- 
der the federal aid airport program dur- 
ing the year. Close cooperation with the 
military services on airport defense mat- 
ters was continued. 

“By December 1, 1951, the $520 million 
federal aid airport program had pro- 
grammed a total of $181,550,000 in fed- 
eral funds, of which $163,530,000 had 
been put under contract. Funds had 
been granted to 2,282 projects, of which 
428 were under construction, 1,562 had 
been completed: and 292 were being 
processed for construction. 

“Important missions on aviation mat- 
ters were sent by the C.A.A. to other 
countries, assisting in such projects as 
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an airport improvement program in 
Ecuador, a communications and traffic 
control program for Venezuela, and a 
communications and airport facility pro- 
gram for Colombia. In addition, more 
than 100 leaders in aviation affairs from 
other nations were given special train- 
ing in the US. 

“As 1951 bowed out, the government 
had purchased 1,046 of the 4,520 acres 
at Burke, Virginia, that eventually will 
be the second airport for the nation’s 
capital.” 





Atlantic States Shippers 
See 6.3 Per Cent Loading 


Gain in First ‘52 Quarter 


The Atlantic States Shippers Ad- 
visory Board, through Walter W. 
Weller, eastern traffic manager, 
Weyerhaeuser Sales Co., Newark, 
N. J., and president of the board, has 
announced that estimated carload- 
ings for the next quarter will be 6.3 
per cent greater than in the first 
quarter of 1951. 


“Figures released by the commodity 
committee chairmen covering practi- 
cally all commodities loaded in volume 
in the territory of the board, which in- 
cludes the states cf New York, New 
Jersey, eastern hali of Pennsylvania, 
Delaware, Maryland, Virginia and the 
District of Columbia, show that an esti- 
mated total of 1,073,224 cars will be 
loaced in the first quarter of 1952, which 
is 63,219 carloads more than the 1,010,- 
075 actually loaded in the same quarter 
last year,” the board’s announcement 
said. 

“While but 27 of the 60 items covered 
by the forecast indicate expanded load- 
inzs, as expected, steel shows a modest 
increase of 4.5 per cent amounting to 
3,862 carloads more than the 85.826 
loaded last year. Anthracite coal (and 
coke), indicates a 32.9 per cent increase 
over the 221,127 cars loaded in the first 
quarter of 1951. Carloadings of ma- 
terials used in the construction field 
reflect little change over the firsts quar- 
ter of 1951. There is an expected in- 
crease of 3.1 per cent in gravel, sand 
and stone; 1 per cent decrease ir ce- 
ment; 1.3 per cent decrease in brick and 
clay products; 10 per cent increase in 
tar, pitch, and creosote and 10 per cent 
decrease in lumber and forest products. 
in keeping with expanded steel pro- 
duction, an increase of 116 per cent is 
also expected in ores and concentrates 
over the 60,284 cars actually loaded. last 
year. Defense production reflects an 
increase of 25 per cent in chemicals and 
explosives over the 16,589 cars actually 
loaded last year. 

“The 25 items showing expected de- 
creases are not loaded in great volume 
in the territory except for automobiles, 
trucks and vehicle parts which lead the 
downswing; due to restrictions on criti- 
cal materials, automobiles and truck 
by a 70.3 per cent decrease under the 
15,809 loaded last year and _ vehicle 
parts by a 27.1 per cent decrease under 
the 15,715 originated in the 1951 quar- 
ter; food products with a decrease of 
2.6 per cent under the 23,993 cars loaded 
in the 1951 quarter, and flour, meal, 
and other mill products with a de- 





crease of 3.8 per cent under the 31.763 
cars loaded in the 1951 quarter.” 

“Through continued cooperation with 
the railroads,” Mr. Weller stated, ‘we 
hope to have available sufficient rail- 
road equipment to accomodate the an- 
ticipated increase in carloadings. To 
this end the ‘ocal car detention commit- 
tees are urging receivers to promptly 
unload railroad cars so that they may 
be immediately available for continued 
transportation use.” 

The railroads will be called on to 
furnish 395,524 box cars, 368,864 hopper 
cars, 184,209 gondola or flat cars, 58,425 
tank cars, 41,762 refrigerator cars, 21,- 
371 covered hopper cars and 3,069 mis- 
cellaneous cars to take care of the ex- 
pected increase in business, according to 
Mr. Weller’s announcement. 

President Weller pointed out that the 
next regular meeting of the shipper or- 
ganization would be held at the Ben- 
jamin Franklin Hotel, Philadelphia, Pa., 
on January 16-17, 1952. The meeting 
will close with a luncheon session at 
1 p.m. Thursday, January 17, when 
Ralph C. Champlin, vice-president of 
public relations, The Pennsylvania Rail- 
road, Philadelphia, Pa., will address the 
board. 





Freight Car Production 
Outlook for ‘52 Seen as 
‘Uncertain’ by Wright 

“The year 1951 was one of greatly 
increased activity in the contract 
car building industry,” said C. W. 
Wright, president, American Railway 
Car Institute in a year-end state- 
ment. “As contrasted with 1950, when 
the car builders delivered to the 
nation’s railroads a total of 24,672 
new freight cars, deliveries for the 
first ii months of 1951 amounted to 
62,066 cars. In addition to those 
built vy the contract car builders, 
during the same pcriod in 1951 some 
25,000 freight cars were built in the 
railroad shops of the country, bring- 
ing the total of new cars delivered 
through November to about 87,500 
units. 


“Present indications are that Decem- 
ber production in both contract and 
railroad shops may approximate 8,600 
cars which would bring the year’s total 
to about 96,000 new freight cars, or an 
average of 8,000 per month. For the ten 
months, March through December, 
when steel was being received under 
allocations, the average of cars deliv- 
ered will be about 8,400 per month. 

“Although this figure is below the 
goal set a vear ago by the Defense 
Transportation Authority, and _  con- 
curred in by the National Production 
Authority, the latter agency found it 
necessary during the year to reduce 
steel allocations below the amount 
needed to enable production of 10,000 
cars per month. 

“The outlook for 1952 is uncertain. 
Steel allocations have been cut still 
further for the first quarter, which will 
necessarily be reflected in reduced pro- 
duction. Furthermore, if it becomes 
necessary to curtail production further 
it will not be possible to keep together 
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the labor forces that have been built 
up and trained by the car builders. 

“This would indicate that even if 
predictions come true, regarding an 
easing of the steel situation in the sec- 
ond half of 1952, building back toward 
the 10,000 car per month level will be 
extremely difficult. 

“The backlog of new freight cars on 
order as of December 1, 1951, totalled 
129,000 cars of all types.” 





Increase in Car Ownership 
‘Unlikely’ in First Half 


Of 1952, A.A.R. Reports 


As 1951 approached its end the box 
car supply was relatively easy in all 
sections of the country with only 
minor shortages being reported and 
entirely for cars of high-grade com- 
modity fitness or for special types 
and sizes of cars for specialized load- 
ing, said A. H. Gass, chairman of the 
car service division of the Association 
of American Railroads, in his 
monthly review of the national trans- 
portation situation, dated Decem- 
ber 20. 


Chairman Gass said requirements for 
hoppers continued moderately heavy, but 
release of these cars from movement of 
ore and road building materials had 
made it possible to increase the car 
supply for coal loading, and there had 
been only nominal shortages at the 
mines in the past few weeks. As to 
other types of equipment, Chairman 
Gass said: 

“Gondolas: Shortages continue on a 
country-wide basis, but the situation is 
much improved as compared with Sep- 
tember and October. The heavy harvest 
of sugar beets has been practically com- 
pleted in the west without any serious 
car shortage... Demands continue heavy 
for steel loading, particularly in Eastern 
and Allegheny Districts. 

“Flats—Plain: Some of the western 
roads serving agricultural machinery in- 
dustry are still reporting shortages, but 
the situation is materially improved as 
compared with previous reports. 

“Flats—Special Type: Very © little 
change in this situation. ll well, 
depressed center, and heavy capacity 
flats are in active demand, and it is 
essential that these cars be given most 
expeditious handling. 

“Covered Hoppers: With the end of 
the heavy cement loading season some 
surplus cars of this type are developing. 
Eastern and northern roads are loaning 
such cars to southeastern roads for 
phosphate movement during the winter 
months. 

“Stock Cars: Demands are currently 
being met and no needs presently an- 
ticipated that cannot be fulfilled 
promptly. 

“Automobile Cars: Supply presently 
adequate except that end-door equip- 
ment is in heavy demand for the loading 
of military trucks.” 

Chairman Gass said that, so far, seri- 
ous shortages of refrigerator cars had 
been prevented. As refrigerator car de- 
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mands had increased in the heavy ship- 
ping areas, he said, car lines and rail- 
roads had concurrently increased the 
flow of empties into those areas to the 
greatest extent possible, in consideration 
of all territories. 


Car Ownership Outlook 


On the subject of equipment, Chair- 
man Gass pointed to the latest figures 
on freight car deliveries and installa- 
tions and said that with retirements in 
November continuing at about the same 
rate as in the first 10 months of the 
year, the Class I railroads were able to 
raise their ownership to 1,748,311 freight 
cars, an increase of 4,854 over a month 
earlier and an increase of 31,234 over 
the ownership on December 1, 1950, when 
the postwar low was recorded. 

“In view of the reduced steel alloca- 
tions which have been fixed for the 
fourth quarter of 1951 and the first 
quarter of 1952 it seems unlikely that 
any substantial further increase in own- 
ership can be expected during the six 
months immediately ahead,” said Chair- 
man Gass. 


“The bad order situation on Decem- 
ber 1 showed some improvement and 
the bad order percentage dropped be- 
low 5 per cent for the first time in 
eight months. There were about 9,000 
fewer cars awaiting repair than on De- 
cember 1, 1950, and this gain, combined 
with the 31,000 increase in ownership 
during the same twelve-month period, 
resulted in an increase of 40,000 in serv- 
iceable cars.” 


Freight Car Performance 


Chairman Gass said that due to the 
fact that net ton miles for the month 
of October were not available at the 
time his monthly review went to press, 
he was unable to publish the October 
average net ton miles per serviceable 
freight car per day. However, said he, 
preliminary indications were that this 
index of car utilization would follow 
the pattern of the two previous months 
and would rise to about 1100, almost 
equal to the level of October, 1948, and 
slightly less than October, 1950, when 
car shortages were about twice as severe 
as they were in October this year. He 
added: 


“In this connection it may be of in- 
terest that a recent analysis of the util- 
ization of railroad-owned cars indicates 
a higher daily ton-mile output per car 
during the heavy traffic months of Au- 
gust, September and October in 1950 
and 1951 than in the corresponding 
months at the peak of war traffic in 
1943 and 1944. In fact the performance 
of railroad-owned cars appears to have 
been greater in the 1950-51 period than 
in any prior year except 1947 when util- 
ization was abnormally high because of 
extreme car shortages. In this calcula- 
tion private cars and the estimated 
amount of ton miles made in private 
cars are eliminated.” 


Car Detention 


Reports showed, said Chairman Gass, 
that the average detention of freight 
cars for November this year was 15.04 
per cent, compared with 14.71 per cent 
in November, 1950, and 13.94 per cent 
in October, 1951. For the 11 months 
ended November 30 this year, he said, 
the average detention was 14.68 per cent 


compared to 19.77 per cent for the cor- 
responding period a year ago. In No- 
vember, said he, railroad agents in 10 
districts reported to shippers car effi- 
ciency committees 2,070 cases of con- 
signees not removing dunnage, debris or 
strapping after removing the lading. 


Metzman Sees ‘Good Traffic 
Volume’ for Rails in 1952 


With the current level of business and 
general industrial activity expected to 
continue through 1952, the outlook for 
the railroads is for another year of good 
traffic volume, said Gustav Metzman, 
president of the New York Central Sys- 
tem, in a year-end statement. 


“Whether this means a financially 
compensatory year depends in large 
measure on authority to make rate ad- 
justments sufficient to offset continuing 
increases in wages and other costs—a 
difficulty which caused 1951 to be a 
generally disappointing year in the in- 
dustry,” said he. 


“Counting both tons and distance, the 
railroads move between cities and towns. 
on their extensive network of steel 
highways, about five times as much 
freight traffic as any other form of 
transportation. To handle properly this 
large volume of military and civilian 
freight, the industry will need the al- 
location of steel sufficient to permit the 
replacement of old cars and locomotives 
as they wear out and are scrapped, and 
additional cars and locomotives to in- 
crease the capacity of the railroads to 
meet demands as they may arise from 
time to time. 


“Given fair and reasonable considera- 
tion of these rate and materials prob- 
lems by the governmental agencies in- 
volved, the railroads will be able to 
carry out adequately their vital role in 
the nation’s economy in this critical 
period.” 





Decatur Cartage Asks Loan 
Of $100,000 From R.F.C. 


Decatur Cartage Co., Chicago, has 
filed an application with the Reconstruc- 
tion Finance Corporation for a $100,000 
loan, officials of the trucking firm have 
announced. The loan would be used to 
bolster working capital, pending collec- 
tion of overdue government bills, and to 
help finance a new terminal being built 
in St. Louis at a cost of $300,000, officials 
stated. 


Company officials said the Defense 
Department and various government bu- 
reaus had been tardy in paying freight 
bills, with the result that many trucking 
companies had a substantial part of 
their working capital tied up in govern- 
ment accounts receivable. 





R.F.C. Loans to Railroads 


“The continued high earnings enjoyed 
by most railroad companies have greatly 
reduced the need for R.F.C. financial as- 
sistance in the industry,” says the annual 
report of the Reconstruction Finance 
Corporation for the fiscal year ended 
June 30, 1951. 

“The corporation has continued to con- 
centrate its efforts on the orderly liqui- 
dation of its railroad loans and invest- 
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ments. Less than ten per cent of the 
total disbursed on railroad loans and 
securities remained in the corporations 
portfolio on June 30, 1951. The out- 
standing balance on that date was $103 
million, of which $74.7 million repre- 
sented the unpaid balance of a loan to 
the Baltimore and Ohio Railroad. Re- 
ductions in the outstanding balance have 
been made by direct repayments or 
through sale of securities held in con- 
nection with loans. To date, this pro- 
gram has been carried on without any 
net loss to the corporation. 

“R.F.C. also holds railroad securities in 
the amount of $28,300,000 which were 
received under reorganization plans of 
railroads indebted to the corporation or 
in refunding interest claims. Negotia- 
tions are now underway which will pro- 
vide for full repayment of $13.8 million 
prior to maturity.” 


Canadian Action on Rate 
Increases Deferred; Other 
Developments Reported 


Special Correspondence from Ottawa, Canada 


The Board of Transport Commis- 
sioners has reserved judgment on 
Canadian railways’ application for a 
10 per cent general increase in freight 
rates after a hearing extending over 
three weeks. 


The railways based their case on higher 
costs stemming from the introduction of 
a 40-hour week last yvune, higher ma- 
terial prices and increased federal taxes. 
It was opposed by the governments of 
eight of the 10 provinces, all except 
Ontario and Quebec. 


Aircraft Regulation 


Stiffer regulations governing flights by 
civilian aircraft in the sparsely settled 
areas of northern Canada have been 
imposed by the Transport Department 
in the hope of cutting down on heavy 
expenses incurred by the air force on 
search and rescue operations. 

The new regulations apply to areas 
lying north of the St. Lawrence River 
and to the east of Quebec city; north of 
the Canadian National Railway through 
western Quebec and Ontario and to the 
northern parts of the prairie provinces 
and British Columbia, the Northwest 
Territories. 

No aircraft may take off for a flight 
in these areas without filing a flight 
notification with the appropriate Trans- 
port Department agency. After July 1, 
1952, no aircraft will be permitted to fly 
in those territories without either a two- 
way radio installation or a _ portable 
emergency radio transmitter. 

The regulations also aim at insuring 
occupants of planes operating in the 
north a chance for survival if forced 
down. It will now be obligatory for all 
aircraft to carry emergency equipment 
of the types which have been hitherto 
recommended by the department, such 
as concentrated food, tents, sleeping 
bags, cooking utensils, an axe, matches 
in waterproof containers. 


Exchange Control Abolished 


Abolition of foreign exchange control 
was announced last week by Finance 
Minister Douglas Abbott. It means that, 
for the first time since 1939, Canadian 
residents are free from actual or threat- 
ened restriction on the amount of morey 
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they may spend in the United States or 
invest in the United States. 

In the past year foreign exchange con- 
trol has rested fairly lightly. Any rea- 
sonable amount of U.S. currency could 
be obtained for travel in the United 
States on application to a bank but such 
application was necessary and it was also 
necessary to obtain a permit in order to 
get past Canadian customs officers carry- 
ing any sizable amount of cash. At one 
time, however, exchange control was so 
tight that almost all travel for pleasure 
purposes in the United States was im- 
possible. 





Material Handling Institute 
Holds Annual Meeting 


L. West Shea, manager, materials 
handling sales, Union Metal Manufac- 
turing Co., Canton, O., was elected to 
the presidency of 
the Material Han- 
dling Institute, Inc., 
at its annual meet- 
ing, December 10- 
12, at the Statler 
hotel in New York, 
N.Y. He succeeded 
John G. _ Bucuss, 
general manager, 
strapping division, 
Acme Steel Co., 
Chicago. 

The institute is 
presently composed 
of 78 member com- 
panies engaged in the production of 
industrial materials handling equip- 
ment, whose aims include stimulating 
the development of industry standards 
and promotion of safe material handling 
practices. 

Materials handling, Mr. Shea re- 
ported on his election to the presi- 
dency, was a segment of American 
manufacturing that had grown to an 
annual sales volume of $1,250,000,000 in 
one decade. In 1952, he said, “our 
industry” will tackle the following as 
its primary jobs: 

(1) Coordination of the services now 
carried out by the eight specialist asso- 
ciations which are subdivisions of our 
industry; (2) elimination of duplicate 
effort therebetween; (3) continued 
service with and for the National Pro- 
duction Authority; (4) inauguration of 
an industry service plan aimed at assist- 
ing American industrial management to 
Save cost, time and waste through bet- 
ter “in-plant logistics’, and (5) but- 
tressing of the educational efforts of 
the nation’s material handling engineers 
aS organized in the American Material 
Handling Society. 

Mr. Shea, a graduate of Mount Union 
College, Alliance, O., joined his present 
company in 1939, after previously serv- 
ing as a sales engineer for the Youngs- 
town Pressed Steel Co., and as a manu- 
facturer’s agent engaged in selling ma- 
terials handling equipment. 


John C. Mevius, sales manager, ma- 
terials handling and hydraulics division, 
American Engineering Co., Philadelphia, 
Pa., was elected to the post of first vice- 
president of the institute, and Howard 
M. Palmer, general sales manager, Lewis- 
Shepard Products, Inc. Watertown, 
Mass., was elected second vice-president. 
Mr. Mevius is currently devoting his en- 
ergies to the institute’s sponsorship of 
the Fifth National Materials Handling 





L. W. Shea 


Exposition scheduled to be held in Phila- 
delphia in May of 1953. 

Henry Flarsheim, of Ruthrauff & Ryan, 
Inc., Chicago, was the speaker at the 
institute’s luncheon on December 12. Mr. 
Flarsheim spoke on “The Sales Contact 
Is the Pay-Off”, discussing the impor- 
tance of selling, good advertising, and 
how to pick good salesmen. In selling, 
he said, “we have to get away from 


27 


| TRANSPORTATION WEEK 


beaten paths because beaten paths are 
for beaten men.” 

Mr. Buccus, the retiring president, 
received a set of golf clubs as a gift 
from the institute in appreciation of his 
leadership. 





Rail Freight Claim Causes Analyzed in 
Transport and Packaging Survey Report 


Study, Conducted Under Jaint Auspices of U.S. Railroads and 


The Fibre Box Association, Covers 2,067 Cars. 


Program of 


Work With Shippers Whose Claims Are Excessive Being Initiated. 


Pertinent information on the im- 
mediate causes of damage to 14 com- 
modity groups packed in fibre boxes 
and shipped by rail in carload quan- 
tities is set forth in the second an- 
nual report of the Transportation 
and Packaging Survey, 919 Eleventh 
St., N.W., Washington 1, D. C. 


The survey, conducted under the 
joint auspices of the railroads of the 
United States and the Fibre Box Asso- 
ciation, is carried out by six experienced 
inspectors, working in 27 cities through- 
out the country. The present report, 
covering 2,067 freight cars, analyzes the 
various “causes of claims” assigned by 
the inspectors, and groups them to 
show which ones are usually under the 
control of the railroads, the shippers, 
or the box makers. 


“In addition to its primary function 
of fact finding, the survey is making 
use of its data in direct and practical 
ways,” declared Albert W. Luhrs, con- 
sultant to the Fibre Box Association, 
and Laurence W. North, of the Official 
Classification Committee, in a joint 
statement. 


“The survey writes to shippers of all 
cars for which claims exceed $10.00, to 
inform them of the causes of damage 
and amounts of claims. Also, defective 
cars are reported to the railroads. 


“On the basis of the kind of data 
shown in the section on selected ship- 
pers in this report, the survey is initi- 
ating a program of work with shippers 
whose claims are excessive. To each of 
these shippers the survey will make 
detailed reports, based on all inspec- 
tions made to date, showing how and 
why their products were damaged. | 


“A representative of the survey will 
discuss these problems with the ship- 
per. Then it is planned to request the 
shipper to notify the survey’s. office 
whenever he ships a car to certain of 
the larger cities. The survey will make 
a special effort to have an inspector on 
hand at destination, and he. will make 
a report of each such inspection to the 
shipper. It is felt that this plan will 
improve performance of those shippers 
whose claims are now excessive.” 

The $27 average claim a car for the 
2,067 cars covered in the second annual 
report is substantially the same as that 
shown for 1,051 cars ($26) in the first 


annual report, 
1950. 
When claims are broken down by 14 
commodity groups, by far the largest 
average claim a car is in “juices in tin,” 
the figure being $74. Other large aver- 
age claims occur in commodity groups 
whose products are relatively costly, or 
heavy: Wine, $59; fruits and vegetables 
in tin, $41; meat and fish in tin, $35; 
liquor, $27; foods and beverages in tin 
and glass, $22, and cigarettes and to- 
bacco, $20. 

When charted to show the relation 

of claims to revenue, the large amount 
of damage incurred by “juices in tin” is 
again indicated, with that commodity 
showing a 17.9 per cent ratio of claims 
to revenue, more than double the next 
highest commodity, fruits and vegetables 
in tin, with a ratio of 8.3 per cent. 
. Table 3 lists the commodities by num- 
ber of full boxes of merchandise dam- 
aged per 1,000 boxes shipped. Again, 
“juices in tin” leads, with 15 boxes each 
1,000 shipped. Both meat and fish in 
tin, and fruits and vegetables in tin, 
showed six full boxes damaged each 
1,000 shipped. 


Few Cars, Big Claims 


Only 5 per cent of the cars accounted 
for 66 per cent of the claims, according 
to Table 4 which lists the number of 
cars and size of claim in certain dollar 
ranges for the listed commodities. 

Oi the 111 cars, or 5 per cent of the 
2,067 cars studied, five cars with~ the 
highest claims, all over $1,000 each, ac- 
counted for 18 per cent of all claims; 
13 cars with the next highest claims con- 
tributed 14 per cent of total claims; the 
other 93 cars of this group contained 
34 per cent of the total. 

Of the $9,085 worth of claims submitted 
for “juices in tun,” $4,152, or almost half, 
were contained in only two cars. 


issued in September, 


Causes of Claims 


When listed by causes of claims, it is 
seen that the three largest causes con- 
stitute 62.4 per cent of the total claims. 

The ten leading causes were as follows: 
Shift in load due to improper handling 
of car in transit, 23.2 per cent; poor 
arrangement of load, 22.4 per cent; shift 
in load due to loose loading, 16.8 per 
cent; defective floor or floor racks, 4.9 
per cent; boxes and interiors seem in- 
adequate for contents, 4.6 per cent; im- 
proper closure of box, 4.6 per cent; boxes: 
apparently handled roughly during or 
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prior to loading, 4.5 per cent; failure to 
properly cover floor racks, 4.0 per cent; 
leaky car, 2.7 per cent, and cause un-~ 
known, 2.6 per cent. 

The survey noted that “the three larg- 
est causes constitute 62.4 per cent of the 
total claims. Of these causes, ‘improper 
handling in transit’ (23.2 per cent) is 
normally within the railroads’ control, 
while ‘poor arrangement of load’ and 
‘loose loading,’ which total 39.2 per cent, 
are usually the concern of the shippers.” 

All other causes accounted for the 
remaining 37.6 per cent of claims. 


Of the total of 2,194 causes assigned 
for the 1,087 cars for which claims were 
filed, the three largest causes of claims 
were: Poor arrangement of load, 277 
instances; shift in load due to improper 
handling of car in transit, 467, and shift 
in load due to loose loading, 307. 

“It may be noted that the three largest 
causes of claims involve large claims 
when they occur,” observed the survey, 
the respective dollar claims for the three 
causes listed above being $12,728, $13,175, 
and $9,545. 


Improper Handling in Transit 


“Improper handling in transit refers 
to abnormal shocks given a freight car 
during humping, flat switching, starting 
and stopping,” it is stated by the sur- 
vey. “. . . This was the largest single 
cause of claims. {t accounts for 23.2 
per cent of all damage; 467 of the 2,067 
cars inspected resulted in claims at- 
tributed entirely or partially to improper 
handling in transit. 


“In determining what factors affect 
this important cause of claims, we have 
studied the relationship of the distance 
the car traveled to the amount of dam- 
age attributed to improper handling in 
transit (and this cause) accounts for a 
rather small part of the damage incurred 
by cars which travel less than 100 miles. 
As the distance traveled increases, the 
average claim per car and the average 
claim attributed to improper handling 
increases progressively.” 


Claims by Regions 


Inspections were made at the follow- 
ing cities: 

East—Baltimore, Boston, Cleveland, 
Columbus, Harrisburg, New York, Phila- 
delphia, and Pittsburgh. 

West—Chicago, Los Angeles, Mil- 
waukee, Palo Alto, San Francisco, and 
Seattle. 

South—Atlanta, Birmingham, Charles- 
ton, Charlotte, Chattanooga, Columbia, 
Jacksonville, Knoxville, Louisville, Miami, 
Nashville, Norfolk, and Richmond. 

The average claim per car was lowest 
in the east ($17), and highest in the 
south $34, the average in the west being 
$32. 

The highest average claims attributed 
to improper handling in transit fol- 
lowed the same pattern, being $12 in 
the south, $3 in the east, and $4 in the 
west. 

Contributing to the high average in 
the south, according to the survey, was 
the fact that three of the five cars 
which had claims over $1,000 were in- 
spected in Louisville, and the other 
two in Chicago. 

“These five cars ... contribute to the 
Jarge average claims in west and south,” 
jt is stated. “In addition, the high 


claims on the three Louisville cars 
(total $5,814) included $1,616 in claims 
attributed to improper handling in 
transit. These three improper handling 
claims account for over a third of the 
Louisville total ($4,028) and over a fifth 
of the total southern claims for this 
cause ($7,818). They contribute to the 
south’s high average claims attributed 
to improper handling.” 

It was noted that excessively high 
claims had occurred when goods were 
transshipped, and that “poor arrange- 
ment” and “loose loading” contributed 
heavily to these “ex-vessel” claims. 

“There is also a good deal of damage 
to isolated boxes which could not have 
occurred while the car was in transit 
and which was attributed to rough 
handling of boxes during or prior to 
loading of transshipped freight,” it 
is stated. , 

“The two highest claims reported in 
the survey—$2,938 and $2,487—resulted 
from transshipped cars. These two cars, 
like most of the other transshipped 
cars, contained pineapple and/or pine- 
apple juice, chiefly from Hawaii.” 


Loose Loading, Stowage 


Discussing those causes usually under 
control of the shippers, the survey de- 
clared that $9,545, or 16.8 per cent of-all 
claims under survey, was attributed to 
shift in load due to loose loading. 


It was shown that 25 per cent of the 
2,067 cars inspected were reported to be 
loosely loaded. and almost half of these 
had damage on account of loose loading. 
The average loosely loaded car had a 
claim of $52, of which $15.32 was at- 
tributed to loose loading. 


The survey’s inspectors reported that 
$12,728 of the total claims was attributed 
to poor arrangement of load, a cause 
referring chiefly to failure to segregate 
containers of different sizes and weights. 
It also included haphazard positioning 
of boxes and, in stop-off cars, failure to 
level off. 

The final table, No. 23, compared claim 
information for selected shippers in cer- 
tain commodity groups and showed “that 
there are considerable differences among 
the average claims of shippers of the 
same commodity.” 


The Transportation and Packaging 
Survey will work with those shippers 
whose claims are excessive. 


A.T.A. Appointments 


Promotion of Merle L. Haseltine, of Ta- 
koma Park, Md., from staff assistant to 
assistant director of the department of 
safety of the American Trucking As- 
sociations, 'nc., Washington, D.C., effec- 
tive January 1, has been announced by 
G. D. Sontheimer, director of safety for 
A.T.A. 

Mr. Haseltine joined A.T.A. a year ago 
after having previously served as safety 
director for the Clairmont Transfer Co., 
of Escanaba, Mich.; as a general clerk 
and warehouseman for the Chicago & 
North Western Railroad, and as a long- 
haul driver for a Wisconsin contract 
carrier. He is a graduate of the Uni- 
versity of Wisconsin where he majored 
in public utilities and truck transporta- 
tion. 

Reappointment of George H. Tiernan, 
of the Motor Transport Co., of Milwau- 
kee, Wis., as chairman of the A.T.A.’s 
industrial relations committee, has been 
announced by Walter Mullady, A.T.A. 
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president. At the same time, Mr. Mul- 
lady announced appointment of 13 re- 
gional vice-chairmen of the committee 
and 63 additional members representing 
various sections of the country. 


C. A. Rosboro Tells of 
Rails in Europe, England 


The railroads of Europe have made 
great strides in rehabilitation, with 
noticeable improvements having been 
made in equipment and operations, C. 
A. Rosboro, vice-president and secre- 
tary of Vapor Heating Corporation, re- 
ported at a press conference in Chicago 
December 19 at the Palmer House. 

Mr. Rosboro, who is in charge of 
foreign sales for Vapor, recently spent 
five months working with railroad and 
other transportation groups in 17 Euro- 
pean and North African countries. 

Mr. Rosboro said the railroads of 
France and Switzerland appeared to be 
in the best condition, while the railroads 
of England and Germany were in poor 
shape. 

While passenger service in these coun- 
tries, either by rail or bus, had vastly 
improved, freight service had tended to 
lag, he said. 

Mr. Rosboro reported that the heaviest 
freight traffic moved over the electric 
railway between Paris and Dijon in 
France, adding that the fastest freight 
schedules of any Europan railroad were 
maintained on this division. 

Freight service in England was “ter- 
rible,” the executive said, stating that 
Shipments which should move from 
origin to destination in three or four 
days, often took as long as eight weeks. 


Competition Strong in Germany 


Reporting that the German railways 
‘were far from good, Mr. Rosboro said 
they suffered from unregulated competi- 
tion from bus lines and trucks. 

He said both freight and refrigerator 
cars were badly needed. 

“Highway trucks are taking much of 
the freight traffic from the German rail- 
Ways because of uncontrolled regula- 
tions,” Mr. Rosboro said. “We observed 
rather small highway trucks carrying 
coal which should have been handled by 
the railways.” 

The same unregulated competition, in- 
volving waterway shipments, particu- 
larly on the Rhine and its tributaries and 
on some navigable canals, was also ad- 
versely affecting the railways, Mr. Ros- 
boro reported. 

The Swiss railroads were showing a 
profit on their dining car operations—a 
profit which last year amounted to 8 to 
10 per cent, it was reported. 

Tke reason for this showing was the 
fact that the steward ef each dining car 
was responsible for purchases and profits, 
it was stated. 

One of the most significant trends in 
Europe was coordination of rail, bus, 
truck and bus service, Mr. Rosboro said, 
as well as unification of the transporta- 
tion services between the different coun- 
tries. 

An interchange agreement was _ just 
concluded between France and Germany, 
allowing for through traffic between the 
two countries, it was reported. 


Efforts were being made to standardize 
operations, timetables, and schedules, it 
was stated. 


Such efforts to unify transportation 
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between the various countries might well 
be the first step in the unification of 
Europe, Mr. Rosboro said. 





Railroad General Agents 


Organize in Portland 


Don Sutherland, of the Union Pacific 
Railroad, has been elected president of 
a new organization of railroad general 
agents in Portland, Ore., known as the 
“Railroad General Agents Association of 
Portland.” 

The purpose of the new group is to 
foster the business and fraternal in- 
terests of the members, according to 
G. O. Rundguist, of the Grand Trunk 
Railway System — Canadian National 
Railways, who was elected secretary- 
treasurer. He said there were 41 rail- 
road generai agents in the city eligible 
for membership and 36 were present at 
the organization meeting in Portland. 
Otto G. Hageman, of the Chicago, Bur- 
lington & Quincy Railroad, is vice-presi- 
dent. Directors, in addition to the 
present officers, are R. W. West, of the 
Spokane, Portland & Seattle Railway, 
and H. Vor Halverson, of the Chesa- 
peake & Ohio Railway. 





Railroads Have Exhibit in 
N.Y. Stock Exchange Rooms 


The Association of American Railroads, 
along with the American Telephone & 
Telegraph Co., the General Electric Co., 
and the Standard Oil Co. (New Jersey), 
has placed an exhibit in the new recep- 
tion and exhibition room of the New 
York Stock Exchange. 

G. Keith Funston, president of the ex- 
change, at a reception held December 21 
in connection with the opening of the 
room, said, with reference to the exhibits 
of the railroads and the companies men- 
tioned: 

“These organizations have cooperated 
with the stock exchange generously and 
effectively in the development of the ex- 
hibition room. They have designed 
graphic exhibits which tell the story of 
their industry and the part played by 
investment in the building of our coun- 
try. The exchange’s own exhibits high- 
light the functions and the importance 
of this national market place. I would 
like to extend a personal invitation to 
every visitor to New York City to look in 
on us at the exchange and watch one of 
the world’s great free markets in op- 
eration. The story of the _ stock 
exchange is the story of a free na- 
tion growing up, the story of the indus- 
tries owned by mililons of people which 
produce our peacetime wealth and the 
weapons of freedom. In our exhibits we 
have tried to tell that story simply and 
entertainingly. . . . There is no stock 
exchange in Moscow, Prague or Warsaw 
because behind the Iron Curtain the very 
concept of the right of ownership is be- 
ing erased from men’s minds. I’d like to 
take some of the Soviet’s propaganda 
boys through these quarters and show 
them what public ownership of industry 
really is, how it is achieved and its pro- 
ductive power.” 

William T. Faricy, president of the 
Association of American Railroads, com- 
menting on the A.A.R. exhibit, said: 

“The Association of American Rail- 
roads welcomes this opportunity to join 
with other industries and the stock ex- 





change in showing people graphically 
how investment has fostered the growth 
of the nation. Our exhibit emphasizes 
how the railroads, a product of private 
investment and operation, have con- 
tributed to the agricultural, industrial 
and commercial growth and development 
of this country.” 

The railroad exhibit illuminates “The 
Most Important Wheels in America” 
rolling behind a large transparent map 
of the United States which traces 
visually the growth of the country’s rail 
system from 2,800 miles of scattered 
track in 1840 to today’s network of more 
than 400,000 miles. 

A series of revolving dioramas shows 
that “Since this time yesterday, Ameri- 
can railroads... hauled 1% billion tons 
of freight . . . carried 1% million pas- 
sengers . . . used their revenue to pay 
$12 million in wages . . . $3 million in 
taxes ... and bought $7 million of equip- 
ment and supplies.” 





Liberalization of Rail 
Regulation Urged by 


Railway Progress Group 


The Federation for Railway Prog- 
ress has “called on Congress to 
quickly liberalize federal regulation 
of the railroad industry,” the federa- 
tion has announced. At its regular 
quarterly meeting the executive 
council of the federation, headed by 
Robert R. Young, urged Congress 
when it convenes in January to con- 
sider realistic amendments to the in- 
terstate commerce act. 


Thomas J. Deegan, president of the 
federation, said after the meeting: 

“Practically no attention has been paid 
to the national transportation policy 
mandate for fair and im partial regula- 
tion. The executive council feels that 
if the railroad industry is going to be 
able to survive higher operating costs 
and increased taxation, the interstate 
commerce act must be amended to con- 
form with present-day economic realities. 

“The Commission’s power to suspend 
rate changes and thus delay and con- 
fuse essential adjustments in transpor- 
tation prices should be modified, where 
carriers seek to change general rate 
levels the suspension clause should not 
apply. Railway management will thus 
be held directly responsible for the con- 
sequences of their pricing policies and 
will no longer be able to blame the Com- 
mission for deficiencies in 

The council also went on record in favor 
of effective elimination of direct sub- 
sidies to the airline industry. The sub- 
sidy separation bill, passed by the Senate 
in its last session, would not accomplish 
this and could very well be used to con- 
tinue hiding subsidies by calling them 
service mail pay, it said. The following 
members of the council were present: 
Walter J. Tuohy, president, Chesapeake 
and Ohio Railway Co.; William N. Leon- 
ard, professor of economics and com- 
merce, Pennsylvania State College; W. 
Russell Briscoe, vice-president, J. E. Lutz 
& Co. of Knoxville, Tenn.; James P. 
Guinane, president, American Loose 
Leaf Corporation; Joseph A. Massey, 
president, C.&O. Employees Mutual 
Benefit Association; August Rust-Oppen- 
heim, president, Anemostat Corporation 
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of America; Robert M. Drysdale, Jr.; ex- 
ecutive vice-president of the Federation 
for Railway Progress; Livingston God- 
dard, secretary-treasurer of the Federa- 
tion for Railway Progress. 





President Exempts Lee 


From Forced Retirement 


President Truman, by an executive 
order, has exempted Commissioner Lee 
from compulsory retirement for age, as 
required by the civil service retirement 
act of 1930, “for an indefinite period 
of time not extending beyond the ex- 
piration of his present term of of- 
WG sce 

The order recited the fact that, in 
January, 1952, Commissioner Lee would 
become subject to compulsory retire- 
ment for age. ‘The act provides that, 
on reaching 70 years of age, and having 
served for 15 years, federal employes 
must retire. However, the President 
may exempt them from that provision 
of the act. Commissioner Lee will be 
70 years old on January 27, 1952. 


He was nominated by President Hoover 
in 1930 to succeed Commissioner Camp- 
bell, for a term expiring December 31, 
1931, was renominated by the same 
President for a full term expiring De- 
cember 31, 1938, by President Roosevelt 
for a term expiring December 31, 1945, 
and by President Truman for a term 
which will expire December 31, 1952. 

Commissioners Johnson and Patterson 
are serving under similar executive or- 
ders. Commissioner Johnson’s present 
term expires at the end of 1955, while 
Commissioner Patterson’s term runs 
until the end of 1952. 

Commissioner Aitchison is the only 
member of the Commission serving un- 
der such an exemption frem the com- 
pulsory retirement provisions of the re- 
tirement act whose term of office has 
run out. He reached the compulsory re- 
tirement age in 1945, and his last ap- 
pointment was for a term ending De- 
cember 31, 1949. He serves under the 
provisions of the interstate commerce 
act that a commissioner continues in 
office until his successor has been ap- 
pointed and qualified. 

The present terms of Commissioners 
Mahaffie and Alldredge expire December 
31, 1951, and in accordance with cus- 
tomary procedure, the Commission has 
called the attention of the President to 
that fact. It is anticipated that Presi- 
dent Truman will send their names to 
the Senate when it convenes again in 
January. ‘They also will continue in 
office after December 31 under the pro- 
vision of the act referred to in the case 
of Commissioner Aitchison. 





Air Freight Agreement 


U.S. Airlines, Inc., certificated air 
freight carrier, has announced it has 
entered into an interline agreement with 
Slick Airlines, Inc. The new handling 
agreement permits carriage by one airway 
bill of air freight from the Pacific coast, 
the southwest and the mid-west to points 
along the Atla .c seaboard served by 
US. Airlines. 








This is the first of a series of three 
articles drawn from Mr. Shinn’s new book 
entitled ‘Reasonable Freight Rates,” to 
be published soon by the Traffic Service 
Corporation, Washington, D. C. (T. W. 
Oct. 27, p. 35). This book deals with 
approved tests, standards, and practices 
for determining reasonable freight rates 
under the interstate commerce act and de- 
cided cases, with necessary historical 
background and documented by citations 
to 300 Commission and court cases. 

According to the author's preface, this 
new book is designed to “serve three 
useful ends: First, as a reliable guide in 
the preparation of evidence respecting 


particularly in formal proceedings before 
the Commission; second, as a concise text 
for those studying this subject; and third, 
as a background disclosing the probable 
effect of suggestions advanced from time 
to time for modifications of present rate- 
making practices.” 

Other books written by Mr. Shinn, for 
many years a member of the staff of the 
Interstate Commerce Commission, are: 
“Freight Rate Application” (1948); “Rout- 
ing & Misrouting of Freight” (1949). 

These articles do not necessarily re- 
flect the views of any governmental body 
except as may appear in direct quota- 
tions or in the cases cited.—Editorial 
Director. 


the reasonableness of given freight rates, 


Rate Comparisons in Determining Reasonableness 


N THIS DISCUSSION we shall con- 
sider briefly certain approved tests or 

standards for determining reasonable 
interstate freight rates, on given traffic 
within the meaning of section 1 of the 
interstate commerce act. Rail rates only 
are considered because the present tests 
and practices, some of which apply also 
to motortruck or water carriers, have 
their origin in cases dealing with rail 
rates. 

The principal tests of the reasonable- 
ness of the assailed rate on a specified 
transportation service revolve around 
the determination of whether or not the 
assailed rate is fairly related to other 
rates that are reasonable. Midwest Assn. 
of Meat Packers v. Alton R. Co., 220 
1.C.C,. 227, 249. 

The authority just cited indicates that 
a reasonable rate, in addition to being 
fairly related to other reasonable rates. 
must cover the cost of rendering the 
service and include some profit to the 
carrier. But if the rate in question is 
fairly related to other reasonable rates, 
that is, rates suitable for use as stand- 
ards in determining reasonableness; 
then, ordinarily, the rate in question 
would cover the cost of rendering the 
service and include some profit to the 
carrier. 

The general factors of cost are inevi- 
tably covered in any situation where the 
reasonableness of a particular rate is 
determined by proper rate comparisons. 
This is necessarily true because such 
rate comparisons give consideration to 
many transportation conditions, such as 
distance and operating conditions, which 
constitute inescapable and important 
determinants of cost variations. See 
Baltimore & O. R. Co. v. United States, 
65 Fed. Supp. 962, 965. 

The fact that the reasonableness of 
freight rates on specified traffic gen- 
erally is determined by rate compari- 
sons does not simplify the problem. The 
difficulties and complications inherent 
in making a proper comparison of rates, 


By GLENN L. SHINN 


under present procedure, probably ex- 
ceed those which would be encountered 
in determining reasonable rates on given 
traffic separately and independently, 
without regard to prevailing rate levels. 


Two Major Considerations 


There are two major considerations in 
making and evaluating rate compari- 
sons for the purpose of determining the 
reasonableness of particular rates: 


First, whether the compared rates 
constitute sound standards of reason- 
ableness. 

And second, just what constitutes a 
fair relation as between the assailed 
rates and the compared rates in a par- 
ticular situation. 

The character of the rates under con- 
sideration and the fair rate relation as 
between the assailed rates and the com- 
pared rates, in a given situation, is de- 
termined primarily by intelligently com- 
paring the transportation conditions 
surrounding the movement of the com- 
modity in question under the assailed 
rates with the transportation conditions 
which surround the movement of the 
compared commodity under the com- 
pared rates. 

In traffic parlance, the term “trans- 
portation conditions” comprehends all 
of the material conditions surrounding 
the movement of the particular com- 
modity under consideration; and by 
“material conditions” is meant all of the 
many conditions that have been dis- 
cussed, and, hence, considered by the 
Commission in determining questions of 
reasonableness in its many reports deal- 
ing with complaints by shippers under 
section 1 of the act. 

In order to comprehend the effect of 
rate comparisons in determinig the 
reasonableness of particular rates, it is 
necessary to distinguish between certain 
kinds of transportation conditions. By 
their very nature, most of the transpor- 
tation conditions that influence the 
levels of rates, logically, fall into three 


general categories. For the purpose of 
this limited discussion they may be 
broadly defined as follows: 

First, shipping conditions, that is, con- 
ditions which relate primarily to the 
nature and physical characteristics of 
the commodity under consideration, and 
the financial interests of the shipper. 

Second, carrier conditions, namely, 
conditions which relate primarily to the 
nature of the service rendered by the 
railroad or railroads participating in the 
transportation service in question, and 
the financial needs of such railroads. 

Third, collateral conditions, or condi- 
tions, other than those embraced in the 
first and second categories mentioned 
above, which influence rate levels in 
particular situations, such as market 
competition between different shipping 
interests located at different stations, 
and competition between different rail- 
roads, also competition between ,rail- 
roads, on the one hand, and other types 
of transport agencies, including shipper- 
owned transport facilities, on the other 
hand. 

Speaking generally, when rates on 
given traffic are based entirely upon 
collateral conditions (either considered 
separately or as a factor in determining 
the value of the service) with the result 
that such rates are substantially lower 
than the rates that would be justified 
based upon a consideration of all of the 
material transportation conditions in- 
cluding the collateral conditions; then 
such rates, for obvious reasons, do not 
constitute suitable standards of reason- 
ableness in determining maximum rea- 
sonable rates. 


Informed Judgment 


When the rate comparisons that are 
present in a particular situation indi- 
cate that the assailed rate is unreason- 
able it is seldom that such comparisons 
standing alone lead to a precise resu!t, 
or any precise degree of unreasonable- 
ness. In most cases, therefore, the final 
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result calls for the exercise of informed 
judgment. 

This “informed judgment” is exercised 
by .the Commission in contested cases 
dealing with rates for the future or rates 
on past shipments. But it may be ex- 
ercised by the railroads and shippers in 
the case of voluntary rate adjustments. 

As to past shipments, it should be 
noted, the railroad may not pay repara- 
tion to the shipper under section 1 ex- 
cept at the direction of the Commission 
following a finding by the Commission 
(a) that the rates charged on such 
shipments were unreasonable, and (b) 
that the shipper is entitled to repara- 
tion based upon the rates which the 
Commission finds would have been rea- 
sonable. 

In reaching the final result this “in- 
formed judgment,’ whether it be ex- 
ercised by the Commission or by the 
railroad and the shipper as indicated 
above, in particular situations, properly 
may be influenced in some measure by 
certain general considerations which re- 
late to the public interest in rate mak- 
ing. Among such considerations are the 
following: 

1. The rule that rates must be reason- 
able both as to shipping interests and 
the railroads. Bituminous Coal to C.F.A. 
Territory, 46 I.C.C. 66, 114. And in this 
connection it should be noted that the 
term “shipping interests” comprehends 
all interests concerned in the produc- 
tion, marketing, and consumption of 
the particular commodity under con- 
sideration. Blytheville Chamber of 
Commerce v. Aberdeen & R. R. Co., 259 
I.C.C. 201, 218. 

2. The rule that, in determining rate 
levels, the rate-making authority must 
have in mind not only the railroads and 
the large shipping interests but also the 
small communities and the great body of 
consumers. Southern Class Rate Inves- 
tigation, 100 I.C.C. 513, 603, 604. 

3. The well-established general prin- 
ciple to the effect that important basic 
commodities which are essential to the 
existence and comfort of the people, 
such as the products of mines, of for- 
ests, and of agriculture, shall be trans- 
ported at rates which are in the lower 
strata of the freight-rate structure. 
Rate Structure Investigation, Part 3, 
Cotton, 165 I.C.C. 595, 603. 


Public Interest in Rate Making 


This principle has particular applica- 
tion to the rates on products which are 
essential or desirable in the human diet. 
For instance, in determining proper 
rate levels on fruits and vegetables, the 
Commission has considered the general 
public interest in the widest possible 
distribution of those commodities, among 
ultimate consumers, at the lowest prices 
consistent with due regard for the in- 
terests of the producers, the railroads, 
and the merchandisers. Such products 
must pay their way, but they should not 
be burdened by the expense of trans- 
portation to a greater extent than is 
fully justified by the transportation 
service which they require and receive. 
Fruits, Vegetables, and Hay in Official 
Territory, 232 I.C.C. 701, 705-706. 

As provided in consideration 2 above, 
it is fitting of course that the welfare 
of the consuming public be considered 
in determining reasonable freight rates 
on commercial goods, because, ultimate- 
ly, the freight charges generally are paid 
by the consumer. That is to say, when 
goods are transported by common car- 
rier to an available market, the trans- 
dortation charges imposed by such car- 





COMING SOON-—A new and dif- 
ferent book on freight rates—’’Reason- 
able Freight Rates’’ by Glenn L. Shinn, 
who has spent many years making and 
regulating freight rates. It is an easily 
understood guide for determining rea- 
sonable freight rates under the interstate 
commerce act and decided cases, with 
necessary historical background and sev- 
eral hundred citations to Commission and 
Court cases. It will be useful not only to 
practitioners but also to students and 
others interested in the rate-making proc- 
esses. It will be published shortly by The 
Traffic Service Corporation, 815 Washing- 
ton Building, Washington 5, D.C., at $5 


a copy. Orders may be placed now. 


rier usually, if not always, are borne 
by the consumer of the goods. 


As a matter of fact, it is probably 
correct to say that the aggregate ex- 
pense incident to determining and pub- 
lishing freight rates on goods shipped 
for trading purposes, in the final analy- 
sis, also is borne by the consumers of the 
goods. For instance, in all rate proceed- 
ings before the Commission, many of 
which reach the United States Supreme 
Court, it is reasonable to assume that 
the expense to shippers of prosecuting 
claims for reduced rates is treated as a 
part of the cost of producing and 
marketing the goods in question, and 
that the expense to the railroads of 
defending such claims is charged to the 
cost of operating the railroads. It would 
seem, therefore, that the aggregate ex- 
pense of such proceedings is reflected 
in the retail price of the goods to the 
consumer, particularly in situations in 
which the shipper and the railroad are 
fairly prosperous. 


Comparisons of Rates and Earnings 


Rate comparisons for the purpose of 
determining reasonableness may be 
made in two ways: 

First, by comparing the actual rates 
themselves, that is, by comparing the 
assailed rate per unit of shipment with 
other rates per unit of shipment. By unit 
of shipment is meant the “unit” against 
which the rate is applied in calculating 
the charges, such as per 100 pounds, or 
per ton of 2,000 pounds. It is advisable 
to use a common unit of shipment for 
both the assailed rate and the com- 
pared rates, even though it may be 
recessary to convert some of the rates 
from one unit of shipment to another 
unit of shipment. 


And second, the gross revenues or 
earnings to the railroad under the as- 
sailed rate may be compared with like 
revenues under the compared rates. 
These gross revenues usually are ex- 
pressed in cents per car-mile, or in 
mills per ton-mile; and in some situa- 
tions a comparison of gross revenues 
per car may be helpful particularly when 
the tariff minimum weight. or the ac- 
tual weight, of shipments moving under 
the assailed rate is substantially the 
same as the tariff minimum weight, or 
the actual weight, of shipments moving 
under the compared rates. 

Comparisons of actual rates should be 
used when the length of the hauls under 
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the assailed rate and the compared rates 
are substantially the same. 


But, for obvious reasons, when there 
are substantial differences as between 
the length of the hauls performed under 
the assailed rate and the compared 
rates; then. a comparison of the revenues 
produced by the respective rates con- 
stitute the most suitable method of com- 
paring the rate levels. 

When comparisons of revenues are 
used because of variations in distances, 
or for any other reason, it is well to 
remember the following four rules: 

1. In long-distance transportation the 
rate ought not to increase, mile-for-mile, 
as rapidly as in shorter distances. In Re 
Transportation of Wool, Hides, and 
Pelts, 23 I.C.C. 151, 165. 


2. The ton-mile and car-mile rev- 
enues should properly decrease as the 
length of haul increases. Montana Horse 
Products Co. v. Atchison, T. & S. F. Ry. 
Co., 203 I.C.C. 681, 686: Boxes or Car- 
tons, Indiana and Michigan to W.T.L. 
Points, 222 I.C.C. 91, 95; and Neuswang- 
er v. Atchison, T. & S. F. Ry. Co., 222 
I.C.C. 611, 613. 


3. The infirmity of ton-mile revenues 
as a test of profitableness has been rec- 
ognized by the Commission. Car-mile 
revenues are of more significance in the 
case of heavy-loading commodities. Coal 
from Fort Smith District to Gulf Ports, 
238, I.C.C. 684, 688, and Defler Corp. v. 
Erie R. Co., 246 I.C.C. 343, 347. 

4. Ton-mile revenues afford a better 
criterion in comparing rates, as between 
heavy-loading and light-loading com- 
modities, than do car-mile revenues. 
Agricultural Implements within the 
South, 245 I.C.C. 153, 157, citing Benson 
Produce Co. v. Great Northern Ry. Co., 
113 I.C.C. 541. 





D. W. Rentzel Honored 


Secretary of Commerce Charles Saw- 
yer has awarded the Department of 
Commerce’s highest honor—a gold medal 
for exceptional service—to Delos W. 
Rentzel, who recently retired as Under 
Secretary of Commerce for Transporta- 
tion. 

The medal was awarded “for his out- 
standing leadership in, and contributions 
to, the field of transportation.” 

Detailing Mr. Rentzel’s accomplish- 
ments, Secretary Sawyer said he was 
prompted to make the award “because 
of Mr. Rentzel’s consistent record of 
contributions to transportation since he 
joined the government in 1948.” 

Mr. Rentzel was credited for his work 
as Under Secretary when, in coopera- 
tion with the Maritime Administration 
and the Defense Department he helped 
bring about a mobilization program for 
shipping and when, in cooperation with 
the Defense Department, the Civil Aero- 
nautics Board, and the Civil Aeronautics 
Administration, he helped complete a 
civil aviation mobilization plan. 

The citation accompanying the award 
also listed Mr. Rentzel’s accomplish- 
ments when he served as chairman of 
the C.A.B. and as administrator of the 
C.A.A. 

In the C.A.B. he established a code of 
ethics for practitioners before the board 
and for the board itself. In the C.A.A. 
he was responsible for advances in air 
safety, for increased management effi- 
ciency and for establishing air educa- 
tion programs in school systems in every 
state in the Union. 
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SELLING FREIGHT SERVICES 


NUMBER 18 OF A SERIES 


Can incentive payments be applied 


to freight transportation selling? 


By W. SCHUYLER HOPPER 
President, The Schuyler Hopper Company 


Carrier Executives Express Opposite Viewpoints 


From time to time, in the course of 
these articles, we have reported what 
various carrier executives and industrial 
traffic managers say about the advan- 
tages and the gisadvantages of attempt- 
ing to apply incentive payments to 
freight transportation selling. (See ar- 
ticles in TraFrric Wor.xD, issues of April 
14, 1951; May 19, 1951; June 16, 1951; and 
November 10, 1951.) 


Recently we called on two carrier ex- 
ecutives located in the same city—spent 
the morning with one and the after- 
noon with the other. They harbor 
directly opposite viewpoints. Except to 
observe that there are probably some 
good ideas on both sides, let us report 
their statements and then you can draw 
your own conclusions, as they might 
apply to your operation. 


First Carrier Executive 


Said one carrier executive: “Selling 
boils down to a matter of personality. 
You pick men for their personalities 
and then you fit them into the right 
spots where their personalities can best 
be put to work. 

“It’s the man who is remembered and 
liked who gets the business. We don’t 
think that any kind of incentive system 
is needed. Keeping salesmen happy is 
entirely a matter of understanding the 
art of handling people. 

“After all, what can a man say about 
our service, or what can you advertise? 


We think that we have, right now, some 
service features that are 'way ahead of 
any competitive transportation service 
between certain points. But what’s the 
use of talking about them? Six months 
from now somebody else may equal our 
service or surpass it. I think that all that 
counts in selling in our business is per- 
sonality; making people remember you. 


“We try to teach our sales people to 
do anything within the bounds of com- 
mon sense to get people to remember 


This is the eighteenth of a series 
of articles on the problems of sell- 
ing transportation today. Their 
objective is to explore the possi- 
bility that the efficient methods of 
American industry could be ap- 
plied by the carriers to help them 
increase tonnage at lower unit 
sales cost. They have been pre- 
pared by Mr. Hopper, president 
of The Schuyler Hopper Company, 
advertising and marketing firm, 
after field research by members of 
the company’s staff. 


—THE PUBLISHER 


them. And, of course, they have to be 
good fellows and be liked. That’s the 
way to get business in our field.” 


Second Carrier Executive 


Said the second carrier executive: “I 
believe that good transportation sales- 
men have to be much more than per- 
sonality boys. But before you can expect 
them to study and plan and work hard 
to help their customers, you’ve got to 
find a way to link that extra work di- 
rectly with extra money. We have worked 
out an incentive payment plan. But we 
didn’t work it out by studying what 
others in the transportation industry do. 
I believe that we can learn more about 
ways to improve our selling from hearing 
about ways other businesses do it than 
from studying what is done in the trans- 
portation business. 


“I concluded some years ago that the 
key to better selling was in getting bet- 
ter men and paying them more. I think 
that as a result we have less turnover 
of sales personnel than most people in 
our business. I think, too, that most of 
our salesmen are enthusiastic and feel 
that they’re getting somewhere. At least, 
I’ve got it worked out so that they are 
getting paid in accordance with what 
they produce. 


“We've worked out a plan whereby 
each salesman is, in a manner of speak- 
ing, in business for himself. Each divi- 
sion, each territory, each terminal and 
each salesman has a carefully worked 
out quota. We have people on our own 
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staff who are trained and competent to 
analyze tonnage potentials for each lo- 
cality and for each salesman. This is 
done not only by a careful analysis of 
the potentials and the competitive situa- 
tions in each locality, but studies of Bu- 
reau of Census figures, Department of 
Commerce analyses, linked with a care- 
ful watch over industrial trends, national! 
affairs, and so forth. 


“But boiling this right down to the 
salesman, and what I mean by his being 
in business for himself—it works like 
this: 

“Let’s say it’s one of the Boston sales- 
men and we have established for him a 
quota—or, as we call it, a Standard—of 
possible or reasonable expectation of ton- 
nage per week. We break this down by 
Truckload, by Volume LTL, and by Mis- 
cellanecus LTL. 


“Now, we start the man out with, cay, 
$85.00 or $100.00 a week as a base pay, 
which you might call a draw; plus, say, 
$25.00 a week to cover the operation of 
his automobile in that restricted locality, 
and miscellaneous ordinary expenses. 


“Then, for every unit of tonnage in 
each of those categories of TL, Volume 
LTL and Miscellaneous LTL, we pay him 
so many cents per unit over and above 
his base pay. 

“One of the things that makes the 
difference between profit and loss in an 
operation like ours is having balanced 
loads. Since these are made possible 
mainly by Volume LTL, where you can 
get into steady volumes of high classifi- 
cation freight to go along with a good 
variety of other classes of freight, we 
pay the man 4¢ per unit on every unit 
above his Standard, or quota, in this 
Volume LTL category. We pay him 2¢ 
per unit on TL business over his quota, 
and 3¢ per unit on Miscellaneous LTL. 


“Of course, any time he falls under his 
standard in any of these categories he 
gets a deduction of the same amount, 
so that his total compensation for each 
week is figured out plus or minus across 
the board. We never let him fall below 
his base pay, but where he may show, 
let’s. say at the end of several months, 
a thousand dollars additional coming to 
him on his Miscellaneous LTL, that may 
be cut down because he fell under his 
quota on Volume LTL. 


“Let’s take the example of a terminal 
with one million pounds as its Standard 
or minimum requirement. If there are 
two salesman, their Standard would be 
500,000 pourids in each territory, broken 
down on the basis of approximately 35% 
Truckload, 25% Volume LTL and 40% 
Miscellaneous LTL. As I said, the sales- 
men are paid 2¢ per cwt. over and above 
their standard minimum requirements on 
Truckload, 4¢ for Volume LTL, and 3¢ 
for Miscellaneous LTL. However, they 
may be over on the Truckload and Mis- 
cellaneous, but under on the Volume LTL. 
For example, they could earn $10.00 over 
on Truckload, $20.00 over on Miscellane- 
ous, but show a loss of $10.00 on LTi 
Taking the loss away from the gain, the 
salesman would earn $20.00 extra for 
that week. 


Money for Entertainment 


“Then there’s another thing we do 
which I think is very important. And 
it’s why I say each salesman is in busi- 
ness for himself. He pays his own ex- 
penses for entertainment out of the 
money we pay him for exceeding his 
quota. If he decides to spend $100.00 on 
taking an important traffic manager and 
his family on a weekend trip, he draws 


that out of the total-compensation that 
has accumulated for him over and above 
his base pay. 

“This way, the man thinks twice hbe- 
fore he spends money for entertain- 
ment. That doesn’t stop him, because 
he knows that there are times when it’s 
very worthwhile to him to do some enter- 
taining. But he has to count the cost 
against the added business he’s pretty 
sure it’s going to help him get. He 
doesn’t spend it unless it’s important 
because it comes out of his own accumu- 
lation of bonuses. 


“Tt works, and it works well. Most of 
our men are enthusiastic atout this ar- 
rangement and they make pretty good 
livings out of it when they work hard 
and use their heads and learn to use 
judgment. 


“Incidentally, the terminal mansger 
gets in on this bonus system to the tune 
of %¢ over his standard requirements 
on Truckload. 1%¢ on Volume LTL and 
1¢ on Miscellaneous LTL. Here again, 
before he starts earning we have the 
basis of apvroximately 35% Truckload, 
25% Volume LTL, and 40% Miscellaneous 
LTL, and if his terminal is under the 
Standsrd requirement on one classifica- 
tion, that has to be subtracted from his 
gains on another. Of course, when the 
salesmen and the manager are all mak- 
ing good gains in all classifications, they 
can all make very nice money and many 
of them do, consistently. That’s all right 
with us because we are still keeping our 
sales expense within a predetermined 
percentage of sales volume. As long as 
they produce the volume, they are wel- 
come to their percentage of it. 


“T should point out that this bonus 
system applies only to outbound tonnage. 
And yet, we keep the boys sold on the 
advantage of making a certain number 
of calls in relation to inbound business. 
This is a good teamplay that works 
well for all concerned, and we require 
them to make a certain number of calls 
on inbound business every week. 


Daily Reports 


“The men send in daily reports which 
gives us a good chance for plenty of 
team play in the direction of inter- 
change of information, so that tips we 
get from one fellow on inbound possi- 
bilities will help another fellow get 
outbound business; and they’ve all had 
enough experience with this to realize 
that it’s a two-way street and helps all 
of them make more money. 


“A study of these daily reports enables 
us to help analyze trends and potentials 
of various types of business; also to 
figure out what kind of sales coverage 
we’re getting of the potentials of each 
territory. 


“We have meetings with sales execu- 
tives of other motor freight lines oc- 
casionally and talk about these things. 
Most of the other fellows think that we 
go to great extremes in our sales analysis 
and sales control. But we’ve found that 
it pays. 

“Our managers at the various ter- 
minals scrutinize these daily reports 
very carefully, and so do we. It helps 
us anticipate trends and helps us go 
hard after certain types of freight when 
our study of the revorts detects some 
unusual movement in that class of 
freight. We can at least try to dig 
into it and find out what’s back of it. 
Sometimes we’ll learn something in one 
territory that helps us get the jump on 
competition in other territories. For in- 
stance, experience with, say, a certain 
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line of chemicals in one locality in- 
dicates that there may be expansion in 
related lines elsewhere. So we go hard 
after similar operations in all our terri- 
tories, even though their tonnage may 
be low right now. 


“Of course, you always run the risk 
of getting a lot of baloney in sales re- 
ports and’so we have a little form that 
has to be attached to every report; at 
least, to each report that hints at busi- 
ness in the offing. We call it the PTS— 
Promise-To-Ship form. 


“We do not permit our salesmen to 
just dish out optimistic generalities like, 
‘Had a very pleasant visit with this man 
and it appears likely that we’ll get some 
business in the near future’. 


“He has to pin it down closer than 
that and get some kind of a promise to 
ship from the prospect, or else not men- 
tion the possibility at all. 


“When he does pin it down he fills 
out the PTS sheet. Then our head- 
quarters sales department fills out the 
balance of the form.. 


“This is then mailed to the salesman 
on the follow-up cate, and he either 
fills in when the first shioment was re- 
ceived, or, if it wasn’t shipped, there’s 
space for him to give the reason and 
tell what he’s doing about it. 


“Believe me, this PTS slip helps take 
a lot of that rosy baloney out of those 
daily sales reports. 


“We don’t have our sales training op- 
eration down quite the way I’m going 
to have it some day. Perhaps we’d better 
defer our discussion of that topic till the 
next time you’re out this way. 


Saving Money for Shipper 


“However, I do want to say that we 
do our best to try to teach the salesmen 
to find out what the shipper really wants 
and then help him get it and, if possible, 
save money at the same time. What I 
mean specifically by that is that we 
might find somebody who is paying a 
premium rate to get his goods from one 
point to another via an extra speedy 
service, and when you dig into it, you 
find that he doesn’t really need that 
much speed at all, and could save money 
by using one of our routes—not neces- 
sarily our speediest. 


“You might find somebody else who’s 
been saving up until he can make up 
full truckloads. Maybe he’s getting 
complaints from his customers about 
slow delivery and we can help him work 
out an LTL combination with other. 
things going from this area to the areas 
he’s trying to get goods shipped to; and 
sometimes we can even work this out 
so that the cost is, at most, very slightly 
higher and maybe not any higher at all. 


“We are now working on a new bro- 
chure for our salesmen that tells about 
all the reasons for our good service. I 
believe that selling a service like ours is 
just like selling a pair of shoes, in one 
respect. By that I mean if you hold up 


an $18.00 pair of shoes and an $8.50 pair 


of shoes, the only way you can sell the 
expensive pair is to explain how it was 
made and what that means to the pur- 
chaser. You explain the high grade of 
leather and why that has lasting quali- 
ties; you explain the special hand- 
stitching, and so on. 

“The same with our service. We pro- 
vide our boys with material that helps 
explain how our relay service, for ex- 
ample, makes possible the fast time we 
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claim between certain points where other 
lines and rail take so much longer. 


“Another thing that we have required 
of each salesman for a long while now 
—and that is to plan his coming week’s 
calls every Saturday. He has to give a 
report to his terminal manager telling 
where he’s planning to go and what he’s 
going to do when he gets there. 


“We used to have a little trouble get- 
ting the boys to do this, but now that 
they’ve got this added incentive of the 
bonus for business over and above their 
Standard tonnage, we don’t have much 
trouble getting them to plan their time. 
They know that if they waste it, they’re 
losing money right out of their own 
pockets. 


“We haven’t done much about special- 
izing. Our men soon get to know the 
problems of the shippers in their terri- 
tories, even though they might cover a 
pretty wide range of classifications of 
freight. I really hadn’t theught of it in 
this way, but I guess some of them do 
automatically tend to specialize. For in- 
stance, there’s one man out here who 
today gets a lot of the Blank Candy 
Company business, and he’s really got- 
ten to know that classification of freight. 
Through that experience he has been 
able to get a nice volume of business 
from other candy companies. 


“However, he still calls on a fairly 
wide variety of other shippers and gets 
business from them, too. But there’s no 
doubt about it, he wouldn’t be getting 
the tonnage in candy business that he is 
today unless he had really studied their 
particular needs and gotten to know them 
that well, and after a while they got to 
count on him because they knew he 
understood what they were trying to do 
and could help them work it out. 


“As I’ve said several times, we try to 
teach the men to be really self-reliant 
and use their heads on these matters 
I’m not fooling about the idea of their 
being in business for themselves. Sev- 
eral times this afternoon I’ve talked 
about what we require them to do by 
way of sales reports and that sort of 
thing, and that may sound as though we 
had to force them to do them. 

“But we don’t. 

“That’s the great advantage of working 
out incentives in the form of hard cash. 
It builds a real strong, self-reliant or- 
ganization that operates as a team to 
their own mutual profit. 

“And to our minds, a strong organiza- 
tion is worth more than capital. Any 
company with good men can always raise 
money. 

“As I said before, not many of my 
friends in our business seem to agree 
with me that this incentive plan makes 
sense. But all I can say is that we’ve 
increased our volume by more than three 
times in the past three years, and it 
looks like we’ll make it four times in 1951. 

“Our improved sales efficiency didn’t 
do it ali. Increased operational efficiency, 
better equipment and better services 
played their part. But other lines have 
good facilities, too. Our sales crew 
works harder. It pays them to.” 

+ . 7 

There you have a contrast in view- 
point on sales methods between two car- 
rier executives. One feels that selling 
is almost entirely a matter of person- 
ality. The other feels that his business 
offers the same opportunities for sales 
analysis, training, controls and incentive 
as any other industrial business. 

You be the judge. 
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Repeal of Service Fee Act 
Asked by Chicago Chapter 
Of I.C.C. Practitioners 


A resolution calling for repeal of 
Public Law 137 was unanimously 
adopted by the Chicago Chapter of 
the Association of Interstate Com- 
merce Commission Practitioners at 
its regular December meeting in the 
Palmer House. The act contains Title 
V—Fees and Services—, which au- 
thorizes government agencies to 
charge fees for their services. 


The resolution was introduced by 2 
special committee of three appointed to 
study the law and make recommenda- 
tions at the November meeting of the 
chapter (T.W., Nov. 17, p. 34). The com- 
mittee was composed of Robert Burch- 
more, of Walter Burchmore & Belnap, 
chairman; C. W. Stadell, traffic manager 
of the Illinois Coal Traffic Bureau, and 
William Hunter, of the legal department 
of the Milwaukee Railroad. 


The committee, in its resolution termed 
the law arbitrary, indefinite and un- 
workable, and recommended repeal. It 
said that Congress should draft new leg- 
islation, following public hearings, set- 
ting up definite standards for adoption 
of proper fees for services. 


The resolution was to be forwarded to 
the officers of the national association 
immediately, so that effective action 
could be taken as quickly as possible. 


The Chicago chapter decided to take 
action on the matter of I.C.C. fees and 
charges after discussion at the Novem- 
ber meeting. The view was expressed, 
among others, that the setting up of a 
committee by the national association 
to help the I.C.C. determine the fees it 
would charge, would seem to indicate 
that the practitioners had accepted the 
law. The views that the national asso- 
ciation should have consulted with the 
local chapter before setting up such a 
committee, and that such a committee 
should contain practitioners from the 
middlewest, were also expressed. 


The resolution adopted by the Chi- 
cago chapter follows: 


“Whereas the Chicago chapter is 
deeply concerned with threatened im- 
position of unfair or unprecedented 
fees for I.C.C. performance of statutory 
duties, and with the uncertain mean- 
ing and effect of permissive authority 
for undefined fees and charges under 
Public Law 137, 82nd Congress, first 
session, H.R. 3880, page 23; and has 
considered in open meeting ways and 
means of insuring sound Congressional 
and Commission policies in the matter, 
Now, Therefore Be It Resolved: 


“1, That this chapter is of the view 
that Public Law 137 does not seek to 
make the Commission self-sustaining 
as an agency, nor to impose fees for 
work or service done either in execut- 
ing a rule-making function or in per- 
formance of statutory duties for the 
public benefit; but rather that the law 
contemplates the exaction of reason- 
able and uniform fees for the rendi- 
tion of special work, product or serv- 
ices, and for the performance of licens- 
ing functions to cover governmental 
expense incurred for special or individ- 
ual benefit, in conformity with the tra- 
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ditional concept of the Commission as 
a tax supported forum or agency; 

“2. That no fees are contemplated for 
public service activities, such as loco- 
motive inspection or filing of tariffs: 
or in connection with any rule-making 
function, unless for special work or 
service, such as for certification, or fur- 
nishing extra copies of publications: 

“3. That due consideration of the 
value to recipient or interest served 
consists solely of determining whether 
any fee should be exacted for the par- 
ticular service or work involved, and 
that all fees shall be uniform for the 
rendition of each particular work or 
service, without regard to the size or 
value of the interest served; that any 
fee to be exacted for issuance or trans- 
fer of permit or certificate of public 
convenience and necessity, or for ap- 
proval of section 5 application shall be 
fixed in advance in a uniform amount 
based on cost of the services rendered; 

“4. That Congress should repeal the 
law as arbitrary, indefinite and un- 
workable, and should then undertake 
further hearings and drafting of new 
legislation setting up definite standards 
for adoption of fair and proper fees 
for special services. 

“5. That this resolution be sent to 
the officers of the association with the 
request that the association committee 
on fees and charges be guided thereby 
in prosecuting the matter with the 
committee of the Commission’s stattl 
and with the Congress.” 





C-W Claim Conference 
To Meet January 16 


Tom O’Neill, claims and claim pre- 
vention manager of the Geo. F. Alger 
Trucking Co. Detroit, will be the prin- 
cipal speaker at the January 16 eve- 
ning meeting of the Central-Western 
Claim Conference, in the Mark Twain 
Hotel, St. Louis. Other scheduled speak- 
ers include John M. Miller, executive 
secretary of the national freight claim 
council of the American Trucking As- 
sociations, and S. E. Kantowicz, assistant 
general traffic amanager, Spiegel, Inc., 
Chicago, and chairman of the claim pre- 
vention committee of the National Chain 
Store League. 

Shipper representatives have been in- 
vited to attend the meeting of the claim 
conference, a motor carrier group serving 
truck lines in six states. 


Reduced Furlough Fares 


Reduced furlough fares on the nation’s 
railroads for military personnel travel- 
ing in uniform at their own expense 
have been extended to June 30, 1952, it 
was announced December 26 by Ear! B. 
Padrick, chairman of the Interterritorial 
Military Committee, which represents 
all railroads in the east, south and west. 
The reduction in furlough fares for 
members of the armed forces would have 
expired on January 31, 1952, Mr. Padrick 
added. 

This action would continue the tax- 
exempt round-trip fares for military 
personnel on furlough at the rate of 2.025 
cents a mile or less, good in coaches 
only, which meant a saving of up to one 
cent a mile and includes regular stop- 
over and baggage privileges, Mr. Padrick 
said. 
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What MODERN 
LEHIGH WAREHOUSING 


Offers you 


With one phone call, you can have at 
your service the full resources of an 
organization of specialists in merchan- 
dising and distribution. 

It includes specialists in storage, 
materials handling and transportation. 
It includes experts on imports and 
exports, bonded products and cus- 
toms, inventories, market analysis, 
receipts, accredited lists, spot-stock 
deliveries. It includes hundreds of 
skills, from coopers to tariff men. 

You can use the experience and skill 
of this group, plus 4,000,000 square 
feet of storage and leased space and 
fleets of trucks, for a single job or year 
round. Tenant space is operated by 


Lehigh, if you wish. 

You can use the Lehigh facilities as 
a branch office, a processing point or 
for holding and consolidating. Or, 
you can use Lehigh’s management 
services to operate your branch ter- 
minals, with an unmatched cost- 
efficiency. 

This is Lehigh “warehousing” to- 
day. No longer is public warehousing 
just space. Instead, with Lehigh it is 
a system of services, for every step 
between factory floor and store door. 
Using these Lehigh skills enables you 
to concentrate on manufacturing and 
selling, while Lehigh handles all the 
steps in between. 
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VIRGINIA BONDED WAREHOUSE 
& TRANSPORTATION COMPANY 


Richmond, Va. | 
“Serving Tidewater Virginia” 


HORSEHEADS INDUSTRIAL CENTER 


Horseheads, N. Y. | 


“East's Finest Distribution Point 


with In-transit Storage East or West’’ 


RELIABLE HANDLING: 
} 


LEHIGH TRANSPORTATION COMPANY 


A fleet you can use without capital investment, maintenance or 
taxes. Serves all the Lehigh facilities. Spot-stock deliveries in 50- 
mile circle of New York within 24 hours. Panel trucks to large 
trailers. Liquor licenses; maximum insurance. 


Write, wire or phone today for complete details 
of Lehigh warehousing and distribution services 


Lehigh Warehouse & Transportation Co. 


98 Frelinghuysen Avenue, Newark 5, N. J. 
Bigelow 3-7200 (N. J.) REctor 2-3338 (N. Y.) 
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1.C.C. Affirms Ruling on 


Emergency Amortization 


The Commission, by a report and 
order in No. 30920, on reconsideration, 
has affirmed the action of its division 
1 in requiring discontinuance of amor- 
tization accounting for emergency fa- 
cilities acquired by carriers subject to 
the Commission’s accounting regula- 
tions, following argument as assigned by 
an order of October 30. 


In connection with the report, the 
Commission issued the following notice: 


“The Interstate Commerce Commis- 
sion . . . issued its report affirming the 
action of division 1 in requiring discon- 
tinuance of amortization accounting for 
emergency facilities acquired by car- 
riers subject to the Commission’s ac- 
counting regulations. The Commission 
also denied the request of certain rail 
carriers that provision be made for equal- 
ization of net railway operating income 
because of the tax savings resulting 
from amortization allowances. 


“Amortization accounts that had been 
provided to spread the cost of emergency 
facilities acquired during World War II 
period by charges to operating expenses 
in conformity with allowances for in- 
come tax purposes under section 124 of 
the Internal Revenue Code have been 
cancelled, since their purpose has been 
served. 


“The accounting rules of the Commis- 
sion do not permit the amortization of 
the cost of emergency facilities acquired 
since December 31, 1949, for which 
amortization allowances for income tax 
purposes have been granted under sec- 
tion 124A of the Internal Revenue Code. 
For the purpose of our accounting rules, 
charges for such facilities are limited 
to those based on prescribed or accepted 
depreciation: rates. Any charges that 
have been included in operating ex- 
penses for amortization of such facili- 
ties acquired since December 31, 1949, 
are required to be reversed in the ac- 
counts for 1951.” 








Motor Finance Action 


Under its expedited procedure, the 
Commission has issued three reports and 
an order dealing with a freight forwarder 
application for operating rights, and 
with three proceedings involving the 
purchase of motor carrier rights, as 
follows: 


_ FF-218, Barge Service Co. Freight 
Forwarder Application. Report, permit 


and order authorizing service as a for- 
warder of iron and steel articles from 
Pittsburgh and Baden, Pa., to Houston, 
Tex., through the use of the facilities 
of common carriers by water, effective 
Objections to be 


= February 20, 1952. 


filed with the Commission by January 
14, 1952. 

MC-F-5051, J. M. Wheeler, et al.— 
Control—Wheeler Tank Lines, Inc.— 
Purchase (Portion) — Wheeler Trans- 
portation Co. Report and order ap- 
proving purchase by Wheeler Tank Lines, 
Inc., Milwaukee, Wis., of certain opera- 
ting rights and property of Wheeler 
Transportation Co., Menasha, Wis., and 
control of the rights and property by 
J. M. Wheeler, D. I. Daily, and W. J. 
Hahn, effective January 23, with con- 


dition. Objections to be filed by Jan- 
uary 8. 
MC-F-5013, A. J. Eyraud—Control; 


Asbury System—Control; Asbury Trans- 
portation Co—Control; Arrowhead 
Freight Lines, Ltd—Purchase—North- 
western Trucking Co. Report and order 
approving purchase by Arrowhead 
Freight Lines, Ltd., Los Angeles, Calif., 
of the operating rights of Northwestern 
Trucking Co., Boise, Idaho, and control 
by Asbury Transportation Co., Asbury 
Svstem, and A. J. Eyraud of the rights, 
with condition. 


MC-F-4938, Harvey Jones—Control; 
Jones Truck Lines, Inc.—Purchase (Por- 
tion)—-Keystone Freight Lines. Supple- 
mental order authorizing, effective Jan- 
uary 25, 1952, purchase of additional 
rights of Kevstone Freight Lines, Tulsa, 
Okla., by Jones Truck Lines, Inc., 
Springdale, Ark., and control of the 
rights by Harvey Jones. Objections to 
be filed by January 9. 


Bradford Pipe Line Value 


By a report in Valuation No. 1332, 
Bradford Transit Co., the Commission, 
division 2, has found the final value for 
rate-making purposes of the property 
of Bradford Transit Co., owned and used 
for common carrier purposes, to be $1,- 
185,000 as of December 31, 1947, and of 
property used but not owned, $1,064. 

The Commission said that Bradford 
was controlled jointly and equally by 
South Penn Oil Co., and Tide Water 
Associated Oil Co., through ownership 
of outstanding capital stock, and that 
Bradford owned and operated a crude 
oil gathering system in Pennsylvania and 
New York. 

No protest was filed to a previous 
tentative valuation and the tentative 
valuation was made final, said the Com- 
mission. 





Greyhound Self Insurance 


The Commission, division 5, has ap- 
proved an application of Richmond- 
Greyhound Lines, Inc., Richmond, Va., 
for authority to qualify as a self-insurer 
in respect of its liability for payment of 
final judgments recovered against it for 
bodily injuries to or the death of per- 
sons, or loss of or damage to property 


of others, resulting from negligence in 
the operation, maintenance or use of 
motor vehicles. The action was by a 
report and order in MC-1508, Richmond- 
Greyhound Lines, Inc., Self-Insurance. 





1.C.C. Drops Complaint 


On Wooden House Rates 


By a report and order in a complaint 
case initiated by Lumber Fabricators, 
Inc., and 100 other complainants engaged 
in the same business, the Commission, 
division 3, has dismissed the complaint 
on finding not shown unreasonable, rates 
on wooden houses, portable or prefabri- 
cated, in carloads, from Fort Payne, Ala., 
to certain destinations in Arkansas, Colo- 
rado, Connecticut, Delaware, Illinois, 
Iowa, Kansas, Louisiana, Maryland, Mas- 
sachusetts, Minnesota, Missouri, Ne- 
braska, New Jersey, New York, North 
Dakota, Oklahoma, Pennsylvania, Rhode 
Island, South Dakota, Texas, and West 
Virginia. 

The report and order were issued in 
No. 30634, Lumber Fabricators, Inc., et al. 
Vv. — Great Southern Railway Co. 
et al. 

The Commission said that in view of 
the wording of the complaint, it might 
be reasonably assumed that the com- 
plainants were relying on the decisions 
in Baker Buildings v. Alabama G.S.R. 
Co., 274 I.C.C. 789, and Texas Pre-Fabri- 
cated H. and T. Co. v. A.T. & S.F. Ry. 
Co., 272 I.C.C. 61, for similar relief in 
the instant proceeding. 


It said that in Erie R. Co. v. United 
States, 59 Fed. Supp. 748, the Ohio south- 
ern federal district court, eastern divi- 
sion, stated that the finding of the Com- 
mission (Summer & Co. v. Erie R. Co., 
255 I.C.C. 475), which was based on deci- 
sions in other cases, despite the recogni- 
tion that the evidence established the 
reasonableness of the assailed rates, con- 
stituted prejudicial error. 

“It stated further,” said the Commis- 
sion, “that a decision which is fot 
grounded on evidence fails to apply the 
standard of “full hearing” set by Con- 
gress aS a guide to the Commission in 
the performance of its quasijudicial 
duties, and since the essential finding 
was made without supporting evidence, 
the action of the Commission was arbi- 
trary. The execution of the Commis- 
sion’s order prescribing rates for the 
future was permanently enjoined.” 

The Commission said the complain- 
ants were not seeking the rates on lum- 
ber for application on prefabricated 
houses for the future, or offering such 
rates as a basis for reparation on past 
shipments, because they stated that 
lumber was produced and shipped from 
many points in the three major lumber- 
producing areas, and moved on rates 
that were substantially lower than the 
going rates on prefabricated houses, as 
well as those sought for the future in 
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this proceeding, except in instances 
where there was so-called maladjust- 
ment in the lumber rates. 


“Obviously,” it continued, “such evi- 
dence as is relied upon by the com- 
plainants is less than substantial for 
the purpose of establishing that the 
rates charged are, or for the future 
would be, unreasonable.” 


Present rates on portable or pre- 
fabricated wooden houses, in cCar- 
loads, from Fort Payne to destinations 
embraced in the complaint, said the 
Commission, were generally 32.5 per cent 
of first class. 


COMMISSION REPORTS 


An asterisk before the docket number 
means that the report will not be printed 


in full in the permanent series of Com- 
mission reports. Mimeographed copies of 
such reports in full may be obtained by 
prompt application to the Commission. 





Structural Materials 


No. 30517, International Derrick & 
Equipment Co. v. Pennsylvania Raiiroad 
Co., et al, By the Commission, division 
3. Found applicable, with one exception, 
rates collected by the defendant rail- 
roads on various shipments of iron and 
steel building construction materials, in 
carloads and less-than-carloads, from 
Columbus, O., to Cherry Valley and New 
York, N.Y., North Little Rock, Ark., 
Odessa and Waco, Tex., and Toledo, O., 
between January 21, 1948, and February 
16, 1949. The exception was in connec- 
tion with the shipment to Toledo, on 
February 15, 1949, on which the Com- 
mission found that a rate of 33 cents 
a 100 pounds collected was inapplicable 
and that the applicable rate was 31 
cents. The defendants were directed to 
pay $14.11 reparation on the Toledo 
shipment, on or before January 28, 1952. 


MOTOR FINANCE CASES 


MC-F-4604, John M. Ferguson and Leo 
Miller—Control; Ferguson Freight Lines, 
Inc.—Purchase—Carlton Dingman and Lulu 
Dingman. Application of Ferguson Freight 
Lines, Beaver Falls, Pa., for authority to 
purchase the operating rights of Carlton 
and Lulu Dingman, dba Woodman’s Ex- 
press, Oneida, N.Y., and of Leo Miller for 
authority to acquire control of the rights 
denied. 


MC-F-5058, 


7 7. * 

Hilton G. Fowler—Control; 
Fowler & Williams, Inc.—Purchase (Por- 
tion)—John Richards. Application for au- 
thority under section 210a(b) of Fowler & 
Williams, Inc., of Scranton, Pa., for tem- 
porary operation of certain motor-carrier 
rights of John Richards, doing business as 
Richards Motor Freight Lines, also of 
Scranton, denied. 


UNCONTESTED FINANCE CASES 


Report and order in F.D. No. 17539, Lee 
Way Motor Freizht, Inc. Notes, granting au- 
thority to issue not exceeding $350,853 of 
installment notes, consisting of (a) $110,853 
of notes to the Fruehauf Trailer Co. in 
further evidence of the unpaid portion of 
the purchase price of 15 new Fruchauf 
semitrailers to be acquired under conditional 
sale contracts, and (b) $250,000 of unsecured 
installment notes to the First National 
Bank & Trust Co., of Oklahoma City, Okla., 


to evidence a loan or loans of like aggre- 
gate amount, the proceeds to provide addi- 
tional working capital. Approved. 

~ Re 


Report and order in F.D. No. 17563, Texas 
& Pacific Railway Co. Equipment Trust Cer- 
tificates, granting authuri:y to assume Ovii- 
gation and liability, as guarantor, in re- 
spect of not exceeding $2,900,000 of Texas 
& Pacific Railway equipment-trust certifi- 
cates, series N, to be issued by the Re- 
public National Bank of Dailas. as trustee, 
and sold at 98.629 and accrued dividends in 
counection with the procurement of certain 
equipment. Approved. 


RAILROAD ABANDONMENTS 


V.T. &S. 


By a “memorandum to the press”, 
the Commission, division 4, has an- 
nounced approval of a corrected report 
and order in Finance No. 17488, Verde 
Tunnel & Smelter Railroad Co. Aban- 
donment, an “uncontested finance case” 
(T.W., Dec. 1, p. 38). The proceeding 
involves an application of the V. T. & S. 
for authority to abandon 11 miles of 
standard gauge railroad line, together 
with switches, spurs, and sidings in 
Yavapai county, Ariz. 


Lorcin & Southern 


The Lorain & Southern Railroad Co., 
by an application in Finance No. 17580, 
has asked the Commission for authority 
to abandon its entire line consisting of 
about 4,339 feet of main line and akout 
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20,623 feet of sidings in Lorain county, DO. 
The railroad said the line’s continued 
operation was no longer necessary for 
adequate common carrier service to the 
public. 


COMMISSION MOTOR REPORTS 


An asterisk before the docket number 
means that the report will not be printed 
in full in the permanent series of motor 
carrier reports of the Commission. Mime- 
ographed copies of such reports in full 
may be obtained by prompt application 
to the Commission. 





* MC-11220, Sub. 47, Gordons Trans- 
ports, Inc., Memphis, Tenn., Extension— 
Alternate Routes. Certificate granted. 
Empty motor vehicles between New Or- 
leans, La., and Gulfport, Miss., over U.S. 
highway 90. 

*MC-107515, Sub. 84, Refrigerated 
Transport Co., Inc., Atlanta, Ga., Exten- 
sion—Horsemeat. Certificate granted, 
and dual operations approved. Frozen 
horsemeat, from Carthage, Mo., to points 
in Ga., Ala., and Fla., over irregular 
routes. 

* MC-109203, Sub. 5, Leo-Mac Freight 
Limes, Memphis, Tenn., Extension—Al- 
ternate Route, Holly Springs, Miss. Cer- 
tificate granted. General comimodities, 
with exceptions, ketween Memphis and 
junction U.S. highway 72 and Miss. high- 
way 7, over a described regular route, as 
an alternate route, with no service at 
intermediate points. 





ORDERS 


F.E.C. Case Assigned for 


Hearing on Allowances 


Secretary Bartel, of the Commission, 
by a notice in Finance No. 13170, Florida 
East Coast Railway Co. Reorganization 
(Compensation and Expenses), has an- 
nounced that the case has been assigned 
for hearing under the provisions of 
section 77 of the bankruptcy act, on 
January 8, 1952, in New York, N.Y., at 
the Hotel New Yorker, before Examiner 
John L. Bradford. ° 

The notice said the hearing would be 
for receiot of evidence in support of the 
applications filed for the fixing of th= 
maximum limit of allowances for the 
services and expenses of the applicants 
in connection with the debtor railroad’s 
reorganization for the period through 
December 10, 1951. 

It said applications had been filed by 
the following: Oliver & Donnally, coun- 
sel for S. A. Lynch, S. A. Lynch Corno- 
ration, and others associated with them; 
Milam, McIlvaine, Carroll & Wattles, as- 
sociate counsel for S. A. Lynch, S. A. 
Lynch Corporation, and others asso- 
ciated with them; Coverdate & Colpitts, 
transportation specialists for the S. A. 
Lynch interests; Bank of Manhattan Co. 
and J. Bryson Aird, as successor trus- 
tees of debtor’s first and refunding 
mortgage, and counsel Appleton, Rice & 
Perrin; F. K. Conn et al., and their coun- 
sel Macfarlane, Ferguson, Allison & 
Kelly; and W. R. Huggins, R. T. Jef- 
fries, W. T. Keebler, R. L. Musselwhite, 
H. K. North, John P. Smart and O. R. 
Stroman. 

S. A. Lynch Corporation and others as- 
sociated therewith; Guaranty Trust Co. 
of New York as successor trustee of 


debtor’s first mortgage, and counsel 
Jackson, Nash, Brophy, Barringer & 
Brooks, and counsel Osborne, Copp & 
Markham; A. M. Anderson, D. C. Bor- 
den, Harry C. Hagerty, and H. S. Stur- 
gis, as a committee of first and refund- 
ing mortgage bondholders; Giles J. Pat- 
terson, counsel for St. Joe Paper Co.: 
and W. G. Welbon, E. N. Claughter, and 
A. W. Corbett, and counsel Miller Walton 
and Samuel O. Carson. 





Seaboard Airline Stock 
Sale Order Amended 


By a seventh supplemental order in 
Finance No. 14500, Seaboard Air Line 
Railway Co. Receivership, the Commis- 
sion, division 4, has made the following 
change in an order dealing with sale of 
preferred and common stock: 


“It is ordered, That the sixth ordering 
paragraph of said suppiemental order of 
June 28, 1946, be, and it is hereby, fur- 
ther modified so as to extend to and in- 
cluding April 30, 1952, the time within 
which the Seaboard Air Line Railroad 
Co. may sell from time to time, at not 
less than the then current market prices, 
all of the preferred stock and all of the 
common stock, authorized in said para- 
graph to be issued for exchange under 
the plan of reorganization, remaining in 
the hands of the scrip agent after April 
1, 1952, and not required to make or 
complete exchanges under the plan, and 
to permit the Seaboard Air Line Railroad 
Company to reimburse itself to the ex- 
tent of the net proceeds of such sales for 
the balance of the purchase price of the 
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foreclosed properties paid by it in cash 
out of its general funds. 

“It‘is further ordered, That, except as 
hereby and heretofore modified, said sup- 
plemental order of June 28, 1946, shall 
remain in full force and effect.” 





Change in Hours of 
Service Order Denied 


The Commission, division 5, by an or- 
der in Ex Parte MC-40, Maximum Hours 
of Service and Safety of Operations and 
Equipment, and Ex Parte MC-2, Maxi- 
mum Hours of Service of Motor Carrier 
Employes, has denied a petition of cer- 
tain motor carriers for reconsideration 
and modification of a corrected order of 
the: division issued March 19, 1951, and 
for reinstatement of the original order 
issued the same date. 

The Commission said the petition was 
denied “for the reason that it is desir- 
able to determine whether or not time 
spent by drivers on the Norfolk-Cape 
Charles Ferry should be included as on- 
duty time on the drivers’ logs under the 
existing hours of service regulations, be- 
fore consideration is given to the question 
of whether or not an amendment to such 
regulations is warranted. In the event 
that the existing regulations are inter- 
preted to mean that the time of drivers 
on the Norfolk-Cape Charles Ferry 
should be logged as on-duty time, pe- 
titioners may then file a petition for 
amendment of the regulations.” 





Explosives Rules Changes 


The Commission’ has circulated a 
series of changes suggested in No. 3666, 
Regulations for Transportation of Ex- 
plosives and Other Dangerous Articles, 
on which it said the parties had reached 
substantial agreement. 

Those desiring to be heard on any of 
the proposed amendments, applying to 
shippers in the preparation of such ar- 
ticles for transportation, and to all car- 
riers by rail and highway, are to advise 
the Commission in writing 20 days from 
the date of the notice, December 20. 

The changes are embodied in a 24- 
page mimeographed document, with an 
appendix of five pages. 


Freight Commodity Statistics 


The Commission, division 1, has ex- 
tended until December 28, the date on 
which written views or arguments may 
be filed with it in connection with pro- 
posed modifications in the reporting of 
freight commodity statistics by Class I 
and Class II steam railroads, excluding 
switching and terminal companies (T.W., 
Dec. 1, p. 62). 

The Commission also postponed until 
January 7, 1952, the effective date of 
its earlier order. 





Wardlaw Towing Authority 


The Commission, division 4, has 
authorized L. A. Wardlaw, Sr., and L. 
A. Wardlaw, Jr., a partnership doing 
ousiness as Wardlaw Towing Co., Cam- 
“en, Ark., to operate as a contract car- 
ter by non-self-propelled vessels with 
the use of separate towing vessels in 
‘he transportation of (1) cotton from 





Camden to New Orleans, La., (2) sul- 
phur of ammonia from Camden and 
Calion, Ark., to New Orleans, (3) barite 
from Camden to New Orleans, (4) metal 
pipe from New Orleans to CalJion and 
Camden, and (5) sugar from New Or- 
leans and Houma, La., to Calion and 
Camden. 

An order effective until June 18, 
1952, was issued in W-957, Sub. 3, L. A. 
Wardlaw, Sr., and L. A. Wardlaw, Jr., 
Temporary Authority—Ouachita River. 
It reopened the proceeding for further 
consideration and set aside an order of 
December 5 that had denied the appli- 
cation for temporary authority. 





Two-for-One Debit Rule 
Dropped From Service Order 


The Commission, division 3, late De- 
cember 20, by amendment No. 20 to 
service order No. 865, Demurrage on 
Freight Cars, lifted the requirement that 
each $5 debit day charge should be offset 
or reduced by accrued credits only at the 
ratio of two credits for one debit, effec- 
tive at 11:59 p.m., December 31. 

At the Commission it was said the 
effect of the amendment was that the 
ratio of one credit for one debit under 
tariff provision was restored. 

The amendment also suspended the 
service order until 11:59 pm., January 
31, 1952, only to the extent it applied on 
refrigerator cars. 

By amendment No. 19, the service or- 
der was suspended until 7 a.m., March 
16, 1952, to the extent it applied on 
“HM”, “HMA”, and “HK” ore Cars. 

The effective periods of two service 
orders were extended as follows: 

No. 858, Lumber—Restrictions on Re- 
consigning, from 11:59 p.m. December 
31, until 11:59 p.m., March 31, 1952, by 
amendment No. 7; and No. 866, Railroad 
Operating Regulations on Freight Car 
Movement, from 7 a.m., December 31, 
until 11:59 p.m., March 31, 1952, by 
amendment No. 1. 


Certificates Revoked 


The Commission, division 5, has issued 
orders in two proceedings revoking cer- 
tificates issued to the respondent carriers. 

In MC-C-1263, Roy Kreischer—Revo- 
cation of Certificate, the Commission re- 
voked a certificate granted the respond- 
ent, of Catawissa, Pa., saying Kreischer 
had failed to respond to an order requir- 
ing him to institute reasonably continu- 
ous and adequate service under his cer- 
tificate in MC-95129. 

For similar seasons, by an order in MC- 
C-1272, Rufus R. Frantz—Revocation of 
Certificate, the Commission revoked a 
certificate granted the respondent, of 
Pleasant Valley, Pa., in MC-101648. 





Note Authority Vacated 


By an order in Finance No. 17415, 
Consolidated Freightways, Inc., Notes, 
the Commission, division 4, has vacated 
its order of July 18, 1951, in the pro- 
ceeding, which authorized the carrier 
to issue from time to time, during a 
period of one year, 90-day promissory 
notes not to exceed $500,000 at any one 
time. 

The Commission said that counsel for 
the applicant stated that it had not 
exercised any of the authority granted 
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and petitioned that the order be vacated 
and the application be dismissed. The 
application was dismissed. 





Motor Rate Boost Allowed, 
C.F.A. Territory to East 


The Commission has permitted an in- 
crease of 9 per cent in motor common 
carrier rates and charges between points 
in Central Freight Association Territory 
and eastern points, filed by the Eastern 
Central Motor Carriers Association, to 
become effective December 25 (T.W., Dec. 
22, p. 44). 

The increase has been protested by the 
Eastern Industrial Traffic League, Inc., 
and by the Office of Price Stabilization. 
The O. P.S. asserted that the 915 carriers 
represented had not demonstrated a need 
for the increase and were enjoying a fa- 
vorable operating ratio. The league said 
that the “drastic rate increase” was con- 
trary to the national stabilization policy. 





Deposit Agreement Extended 


By an amendatory order in Finance 
No. 13115, Wisconsin Central Railway 
Co. Receivership, the Commission, divi- 
sion 4, has authorized extension by a 
protective committee for holders of the 
debtor’s first general mortgage 50-year 
4 per cent gold bonds, matured July 1, 
1949, of the committee’s deposit agree- 
ment from December 19, 1951, to De- 
cember 19, 1952. 


SUSPENDED TARIFFS 


Designation of a tariff below does not 
mean that all schedules in it have been 
Suspen- 


suspended by the Commission. 
sion orders contain many schedules not 


reproduced here. Details of such orders 
are published in The Traffic Bulletin. 


I. and S. M-4020, Oleomargarine— 
Dallas To Birmingham, from December 
21, to and including July 20, 1952, certain 
schedules published in tariff MF-I.C.C. 
No. 554 and supplements Nos. 2 and 3 
thereto, of Southern Motor Carriers Rate 
Conference, agent, Atlanta, Ga. The 
suspended schedules propose a new mo- 
tor common carrier commodity rate of 
100 cents a 100 pounds, minimum 30,000 
pounds, on oleomargarine, from Dallas, 
Tex., to Birmingham, Ala. 

I. and S. M-4021, Beer, Ale and Con- 
tainers—Vincent Wynne, from December 
2, to and including July 21, 1952, certain 
schedules published in tariff MF-I.C.C. 
No. 2 of Vincent Wynne, Poughkeepsie, 
N.Y. The suspended schedules propose 
to establish reduced motor common car- 
rier commodity rates on beer and ale 
from Orange, N.J., to Poughkeepsie, 
N.Y., and empty returned beer and ale 
containers in the reverse direction. 

I. and S. No. 5980, Lumber, El Paso, 
Texas to Texas Points, from December 
26, 1951, to and including July 25, 1952, 
schedules as published in supplement No. 
15 to Agent Lee Douglass’ tariff I.C.C. 
No. 778. The suspended schedules pro- 
pose to reduce the rates on lumber and 
related articles, in carloads, from El Paso, 
Tex., to various destinations in Texas. 
I. and S. M-4025, Gun Wad Felt— 
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Newark, N.J. to Anoka, Minn., from De- 
cember 27, 1951, to and including July 26, 
1952, of certain schedules published in 
supplement No. 42 to tariff MF-I.C.C. No. 
A-67 of Eastern Central Motor Carriers 
Association, agent, Akron, O. The sus- 
pended schedules propose to establish a 
motor-common-carrier commodity rate 
on gun wad felt, in bales, minimum 25,- 
000 pounds, from Newark, N.J., to Anoka, 
Minn., in lieu of a higher class rate. 


I. and S. M-4026, Cement—Universal, 
Pa. to Md., Ohio & W.Va., from Decem- 
ber 22, 1951, to and including July 21, 
1952, the operation of certain schedules 
published in MF-I.C.C. No. 1 of Schwer- 
man Co. of Pennsylvania, Milwaukee, 
Wis. The suspended schedules propose 
to establish new truckload motor con- 
tract carrier minimum charges on port- 
land and mortar cement from Universal, 
Pa., to points in Maryland, Ohio and 
West Virginia within 175 miles of Uni- 
versal. 

I. and S. M-4022, Alcoholic Liquors— 
Indiana to North Dakota, from Decem- 
ber 22, to and including July 21, 1952, 
certain schedules as published in Mid- 
dlewest Motor Freight Bureau, agent, 
tariff MF-I.C.C. No. 192. The suspended 
schedules propose to reduce the motor 
common carrier commodity rates on al- 
coholic liquors, in truckloads, from 
Lawrenceburg, Ind., to points in North 
Dakota. 

I. and S. M-4023, Castings, Forgings— 
Warsaw, Ind. to Jackson, Mich., from 
December 24, to and including July 23, 
1952, the operation of tariff MF-I.C.C. 
No. 567 of Central States Motor Freight 
Bureau, Inc., agent, Chicago, Ill. The 
suspended schedules propose a new mo- 
tor common carrier commodity rate of 
35 cents, minimum 20,000 pounds, on 
rough iron or steel castings or forgings, 
N.O.1., from Warsaw, Ind., to Jackson, 
Mich. 


COMMISSION ORDERS 


No. 28190, New Automobiles in Interstate 
Commerce. Order of Feb. 6, 1945, as 
amended by order of Nov. 13, 1945, vacated 
and set aside. 





* al * 


No. 30538, Miskingum Fiber Products Co. 
v. C. & O., et al., and Subs. 1 to 5, in- 
clusive. Order of Aug. 14, further modified 
so as to become effective Feb. 29, 1952 with 
same requirements as to notice, instead of 
Jan. 28, 1952. 

* * x 


I. & S. 5835, Classification of Self-Service 
Basket Carts. Order of Nov. 5, discontinuing 
proceeding, further modified to become effec- 
tive Jan. 31, 1952, instead of Jan. 1, 1952. 

* * * 


MC-C-1257, Boss-Linco Lines, Inc. v. Key- 
stone Trucking Co. Recommended order of 
Oct. 31 of examiner made effective as order 
of Commission as of Dec. 14. 

ok * ok 


MC-C-1327, Chicago Suburban Motor Car- 
rier Ass’n., Inc. v. Lincoln-Dixie Lines; and 
MC-C-1340, Fred Olson & Son Motor Service 
Co. v. Chicago & Southern Michigan, Inc., 
Lessee and Operator of Chicago, Michigan 
& Eastern Freight Lines, Inc. Complaints 
dismissed. 

* + * 


I. & S. M-3492, Iron and Steel—Follansbee, 
W.Va., to McKees Rocks, Pa. Joint petition 
of railroads operating in trunk line and 
central territories for reopening and further 
hearing, denied. 

* . * 

No. 30274, Royal Feed & Milling Co. v. 
A. & L. M., et al.; and Sub. 1, Same v. M. P. 
(Guy A. Thompson, Trustee), et al. Order 
of June 4, further modified so as to become 
effective Mar. 31, 1952, with same require- 
ments as to notice, instead of Jan. 31, 1952. 





No. 30206, H. E. Fletcher Co., et al. v. 
A. C. L., et al. Order of Sept. 1, 1950, further 
modified so as to become effective Mar. 31, 
1952, with same requirements as to notice, 
instead of Jan. 30, 1952. 

* + ae 

No. 30392, Hygrade Food Products Corp. 
v. F. W. & D. C., et al. Reopened for recon- 
sideration, and complainant’s petition, in 
all other respects, denied. 

* a 


MC-56946, Sub. 2, Russell Edmonds Com- 
mon Carrier Application. Reopened for re- 
consideration on present record. 

cd * * 


MC-87880, Sub. 13, William Howard Bair 
Extension—Prefabricated Houses. Effective 
date of order of Nov. 21, postponed from 
Jan. 7, 1952, to Jan. 18, 1952. 

* 


MC-112187, Road Materials Transport, Inc., 
Common Carrier Application. Reopened for 
further hearing. " 

* 

MC-C-1314, Rickwood Transportation Co., 
Inc.—Revocation of Certificate. Date on 
which recommended order shall become 
order of Commission and become effective, 
postponed to Dec. 31. | 

* 

I. & S. M-3458, Minimum Charge Per 

Shipment—W.T.L. | Territory. Discontinued. 
* 


Respondents having cancelled suspended 
schedules under special permission, the Com- 
mission has issued orders discontinuing the 
following proceedings: 

I. & S. M-3816, Chemicals—Monsanto, Ill. 
—St. Louis and East. 

I. & S. M-3924, Machines, Other Articles— 
N.Y., N.J., to Dallas. 

I. & S. M-3926, Merchandise—Hancock- 
Trucking, Harwood Trucking. 

I. & S. M-3940, Groceries—Twin Cities to 
Langdon, N.D. 

I. & S. M-3961, Iron Auto Body Parts, Ohio 
to Mich. 

I. & S. M-3972, Chemicals, 


a Dyestuffs— 
N.C. to S.C. 





MC-F-3705, Dean Resler—Purchase—Clay 
Ervin; and MC-F-3739, Same—Purchase (Por- 
tion)—Leamon Resler. Report and order of 
Mar. 24, 1950, modified as to terms and 
financing. 

* ot a 


MC-F-4781, B. M. Stewart and Donald Hd. 
Roberts—Control; System Tank Lines, Inc — 
Purchase—Capitol Tank Line, Inc. Report 
and order of May 4, modified as to terms and 
financing. 

+ oe ~ 


MC-FC-50535, King Van Lines, Inc — 
Purchase (Portion)—William C. Marshall and 
Clark B. Marshall. Effective date of order 
of Mar. 26, further postponed to Jan. 17, 
1952. 

a & a 

No. 29974, Acme Peat Products, Ltd., et al. 
v. A. C. & Y., et al.; and No. 30260, Aloutte 
Peat Products, Ltd. v. A. T. & S. F. Order 
of April 7, 1950, further modified so as to 
become effective Mar. 5, 1952, with same 
requirements as to notice, instead of Feb. 
4, 1952. 

»~ . aa 

MC-1150, Sub. 2, J. B. Heeren Extension— 
Kansas City, Kans.; MC-95540, Sub. 207, 
Watkins Motor Lines, Inc. Extension— 
Smithfield, Va.; MC-96611, L. E. Keffler— 
Transportation of Territorial Shipments, and 
Sub. 1, Same Extension—Thurston County, 
Wash.; and MC-109877, Sub. 3, E. L. Brooks 
& Son—tTransportation of Territorial Ship- 
ments. Date on which recommended orders 
shall become orders of Commission and be- 
come effective postponed to Jan. 2, 1952. 

* os + 


MC-83835, Sub. 26, L. E. (Prince) Wales, 
d/b/a Wales Trucking Co. Applicant’s peti- 
tion to “(1) assign this proceeding for hear- 
ing; (2) adopt a procedure; (3) request to 
parties of record for agreement; and (4) to 
require parties of record to indicate agree- 
ment or disagreement to Commission’’, de- 
nied, and briefs may be filed by any party 
of record on or before Jan. 22, 1952. 


APPLICATIONS 


AND PETITIONS 





Additional Express Rate 


Increases Estimated to 
Yield $20,248,190 Asked 


The Railway Express Agency, and 
the Class I railroads, have petitioned 
the Commission in Ex Parte No. 177, 
Increased Express Rates and Charges, 
1951, for permission to increase first- 
class rates and first-class charges on 
shipments one to 99 pounds by 57 
cents, instead of the 30-cent increase 
granted by the Commission in Oc- 
tober (T.W., Oct. 27, p. 16). 

The specific request is that: 

“(1) The Commission reconsider its 
decision of October 23, 1951, and au- 
thorize an immediate increase in first- 
class rates per 100 pounds and all first- 
class charges on shipments 1 to 99 pounds 
of 57 cents (instead of the 30 cents au- 
thorized) with proportionate increases in 
multiples of first-class and in second- 
class rates and charges; or (2) in the al- 
ternative, the Commission assign this 
proceeding for further hearing at Wash- 
ington, D.C., to be immediately followed 
by oral argument before the Commis- 
sion, and that the Commission then 
authorize the increases in first- and 
second-class express rates and charges 
above described.” 

The petitioners said that the increases 
authorized in October were insufficient to 
reduce materially the shortage in the 
express revenues of the railroads, which 
shortage the Commission estimated at 
$129,000,000 for 1950 and at more than 


$119,000,000 a year under the increases 
authorized in October. 


They said the Commission estimated 
that the October increases, which went 
into effect November 15, would increase 
first- and second-class traffic revenue, on 
the basis of 80,000,000 rail less-carload 
shipments a year, by $23,710,261. The 
increase of 57 cents in first-class rates 
and charges and corresponding increases 
in related traffic, the petitioners said, 
would increase in revenue over 1950 from 
that traffic by an estimated $43,958,451, 


‘or an additional increase over that au- 


thorized by the Commission of $20,248,190. 


Rates Compared 

An exhibit attached to the petition 
compared the first-class package charges 
from New York to representative points 
on November 14, at present, and under 
the rates sought. The petitioners con- 
tinued: 

“The percents of increase of the pro- 
posed charges over the November 14, 
1951, charges range from 57.7 per cent 
on a one-pound package to Boston, t0 
3.3 per cent on a 99-pound package 0 
San Francisco. The average weight of 
first-class shipments weighing less than 
100 pounds, shown by the June, 1950, 
test, was 30 pounds. A table on sheet 
14 of the Commission’s decision compares 
the then present charge on a 30-pound 
shipment from New York to representa- 
tive destinations with the proposed 
charge. The percents of increase rangé 
from 31.7 per cent to Boston, to 9.5 per 
cent to San Francisco. The Novembe! 


14, 1951, charge on a 30-pound first-class 
shipment for 500 miles was $2.28, the au- 
thorized charge $2.58, and the proposed 
charge $2.84, the last being an increas 


TRAFFIC WORLD 


appeal 





Th 
Tran 
Com. 
Miss: 
vaca 
of t 
26712 


Rai 
the c 
estab 
joint 
erty | 
the F 
ley E 
Barge 
differ 
22, p. 

The 
the p 
attem 
strict 
mon | 


To 
burea 
qualif 
rier c 
fine it 
with 
carrie 
do so. 
trary 

The 
a COm 
again: 
that 1 
and ] 
tinuec 
Said t 
had f 
able Pp 
New ¢ 
Vv. Mis 
LC.C. 

it 4 

ed | 


er 
reau 
of 








Clay 
Por- 
r of 
and 





December 29, 1951 


of 24.6 per cent over the November 14, 
1951, charge. 

“In view of the immediate need and 
justification for a further increase in 
express revenues this petition for recon- 
sideration is confined to the rates and 
charges on first- and second-class traffic 
which account for more than 83 per cent 
of the total shipments and revenue. The 
Commission’s decision, sheet 12, points 
out that certain important express ship- 
pers recognize the need for additional 
revenue and that some of these witnesses 
did not seriously object to the increases 
proposed in class rates, and others sug- 
gested that the existing interim charge 
of 20 cents per shipment could be some- 
what enlarged, perhaps up to 35 cents 
per shipment.” 

The petitioners asserted that the in- 
creases authorized in the October report 
would reduce the shortage in the rail- 
roads’ express revenues by less than 
$10,000,000. Later they said that the 
estimated increase of $20,248,190 under 
their new proposal would “reduce the 
shortage in the express revenue of the 
railroads in approximately the same 
amount.” 


1.C.C. Asked Not to 
Exempt Valley Barge 


From Joint Order 


The New Orleans Traffic and 
Transportation Bureau has asked the 
Commission to deny a petition of 
Mississippi Valley Barge Line Co. for 
vacation, insofar as it was concerned, 
of the Commission’s order in No. 
26712, Rail and Barge Joint Rates. 


Railroads had opposed vacation of 
the order as to Valley, which required 
establishment of through routes and 
joint rates for the transportation of prop- 
erty over the lines of the railroads and 
the Federal Barge Line, Mississippi Val- 
ley Barge Line Co., and the American 
Barge Line Co., subject to prescribed 
differentials, 270 I.C.C. 591 (T.W., Dec. 
22, p. 15). 

The New Orleans bureau asserted that 
the petition of Valley was “but one more 
attempt on the part of petitioner to re- 
strict its traffic, and thus evade its com- 
mon carrier obligations.” 


To accede to Valley’s request, said the 
bureau, would permit it to hold an un- 
qualified and unrestricted common car- 
rier certificate, under which it could con- 
fine its operations to bargeload business, 
with the privilege to assert its common 
carrier rights at any time it saw fit to 
do so. That, said the bureau, was con- 
trary to law and equity. 


The bureau recalled that it had filed 
a complaint against Valley, and another 
against American Barge Line, alleging 
‘hat they had embargoed their carload 
and less-carload traffic and had con- 
tinued to handle bargeload traffic. It 
sald that division 3 of the Commission 
had found the embargoes an unreason- 
«ole practice and required their removal, 
New Orleans Traffic and Transp. Bureau 
’. Mississippi Valley Barge Line Co., 280 
[.C.C. 105. 

‘tis said that American had can- 

ed its embargoes. Valley, it said, had 
‘opealed the decision of division 3 to 

entire Commission. Then, said the 
-reau, “Valley proceeded to cancel from 
of its tariffs all of its carload and 


less-carload rates, both port to port and 
joint with other carriers (rail and/or 
water) .” 

Those cancellations, it 
scheduled to become effective the same 
date as the effective date of the divi- 
sion’s order. Division 2 had declined to 
suspend the cancellations, it said, and 
continued: 


“Obviously the order of division 3 
then became moot, and Valley withdrew 
its petition for reconsideration. So, at 
the moment, Valley continues to operate 
under an unqualified common carrier 
certificate, with no carload and less- 
carload rates available to the public. 
Now it is attempting to divest itself of 
every vestige of its obligation to handle 
joint carload and less-carload: traffic, by 
seeking relief from the order of this 
Commission in this proceeding.” 





Rail Port Equalization 
Arouses Port of Houston 


Suspension Request 


The Houston Port and Tariff Bu- 
reau, Houston, Tex., has asked the 
Commission to suspend certain tariff 
items which it asserts will unduly 
prefer the ports of New Orleans, La., 
Gulfport, Miss., Mobile, Ala., and 
Pensacola, Fla., and unduly preju- 
dice the Port of Houston, in connec- 
tion with an equalization of the Gulf 
ports on imported pulpboard and 
fibreboard, carloads, to Sand Springs, 
Okla. 


The protested items were described as 
“items 778 and 778-A, supplements No. 
80 and No. 81, respectively, of South- 
western Lines’ tariff No. 276, Agent F. C. 
Kratzmeir’s I.C.C. No. 3781, scheduled to 
become effective January 1, 1952. 


“The ostensible purpose of the pro- 
tested tariff items is to equalize what 
the shippers (importers) pay for rail 
line-haul services and _ port-service 
charges (wharfage and loading of cars) 
through the ports of Houston, Galveston, 
and Texas City, Tex. (Group 6); New 
Orleans, La. (Group 1); Gulfport, Miss. 
(Group 9); Mobile, Ala. (Group 10); and 
Pensacola, Fla. (Group 11), on the basis 
of the sum of the line-haul and un- 
absorbed port-service charges obtaining 
through the Port of Houston, Tex., which 
happens to be the port nearest the final 
destination of Sand Springs, Okla.,” said 
the port protest, signed by H. B. Cum- 
mins, traffic manager. 


He asserted that the present rates 
from all of the aforementioned Gulf 
ports were determined by mileage scales 
published in Southwestern Lines’ tariff 
No. 281-A, Kratzmeir’s I.C.C. No. 3905. 
According to item 195 of that tariff, he 
said, the mileage rates were prescribed 
by the Commission in I. and S. No. 5392, 
272 I.C.C. 721. Also, he added, accord- 
ing to items 138 and 195 of that tariff, 
departures from the _ long-and-short- 
haul clause of section 4 of the interstate 
commerce act, “inherent in the present 
mileage rates, are relieved against pend- 
ing final disposition of various fourth- 
section applications.” 


After setting forth present rates from 
Houston, Galveston, and Mobile, he said 
that those rates, plussed by the unab- 
sorbed port-service (wharfage or tollage 


Said, were, 
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and loading) charges were what the im- 
porters now paid from the place on the 
wharf where the goods were discharged 
by the vessel to Sand Springs for port 
service and line-haui transportation 
service, he continued: 

“It will be seen, of course, that with 
respect to the line-haul transportation 
service only, Houston and Galveston 
now have advantages of 15 cents and 13 
cents, respectively, as compared with 
Mobile, Ala., as a port of entry; but these 
advantages of geographical location will 
be completely rubbed out and abolished 
on January 1, 1952, if the protested tariff 
items are allowed to become effective on 
that date.” 


As Houston was the port nearest the 
destination, Mr. Cummins said, it was 
quite appropriate for the respondent 
railroads serving the more-distant ports 
of New Orleans, Gulfport, Mobile and 
Pensacola to use the unabsorbed port- 
service charges at Houston in the cal- 
culation of one-figure rates from ship- 
side. But, he continued, “this conces- 
sion to the rate-making port is no ex- 
cuse for the flagrant disregard of the 
substantial distance advance that nature 
has conferred upon Houston with respect 
to the line-haul transportation factor.” 


Intermediate Rule Application 


Mr. Cummins said that the protested 
shipside rate from all of the involved 
ports was subject to the intermediate 
rule as shown in item No. 120 of Kratz- 
meir’s I.C.C. No. 3781. That means, he 
asserted, that “all destinations that are 
intermediate to Sand Springs, Okla., 
over the several routes specified in the 
protested tariff items, will have a ship- 
side rate of 64 cents from some of the 
ports, but not from the others.” He 
continued: 


“Springfield, Mo., is intermediate on 
St. Louis-San Francisco rails between 
Memphis, Tenn., and Tulsa, Okla., the 
latter point being the junction point 
where the St. L.-S.F. delivers the ship- 
ments for Sand Springs, Okla., to the 
Sand Springs Railway; therefore, on 
import shipments of the involved com- 
modities moving through all of the east 
Gulf ports, of which Mobile, Ala., is 
typical, the shipside rate will be 64 cents 
on January 1, 1952, if the protested 
schedules are permitted to become ef- 
fective.” 


He said that the present rate (not 
including wharfage or loading charges) 
from Houston to Springfield, Mo., was 
64 cents for a rate-making distance of 
658.7 miles. When the unabsorbed 
wharfage and loading charges were 
added, Mr. Cummins asserted,.the total 
cost to the shipper was 70% cents a 100 
pounds. He added that the rate- 
making distance from New Orleans to 
Springfield was 672.9 miles, and con- 
tinued: 


“The St. L.-S.F. Railway, which is in 
position to and does control the rates 
to Springfield, Mo., from all the Gulf 
ports, by a flagrant and indiscriminate 
use of the Commission’s tariff rule No. 
27—the so-called intermediate rule—has 
elected to put the Texas ports out of 
business at Springfield, Mo.; and give a 
monopoly to Gulfport, Mobile, Pensa- 
cola and New Orleans rather than peti- 
tion the Commission for such fourth- 
section relief as would enable it to 
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equalize ports without tearing up a 
whole rate structure. 

“We most respectfully submit that 
such an indiscriminate and unintelli- 
gent use of the Commission’s rule 27 as 
the St. L.-S.F. Railway proposes in this 
instance is a destructive competitive 
practice that is contrary to the national 
transportation policy and good horse 
sense as well. 


“We are not unmindful of the fact 
that the different parts of the interstate 
commerce act are supposed to be so con- 
strued as to accomplish harmonious re- 
sults that give due weight to the basic 
purpose of each part. But when any 
single railroad, or any combination of 
two or more railroads, sets out to 
equalize competing ports at a rate level 
determined by the distance from the 
port nearest the inland objective, and 
then chooses to let the long-and-short- 
haul rule of section 4 run riot and 
repeal section 3(1) of the act, we most 
respectfully submit that all the powers 
of the Commission, including the power 
to prescribe minimum rates, that do 
justice to the heart of the act—section 
3(1)—should be invoked forthwith.” 

Section 3(1) prohibits any common 
carrier to cause undue or unreasonable 
preference or advantage to a port or 
port district, among others enumerated. 


After reference to a map which he 
said showed the various rail routes in- 
volved, asserting that it showed the 
shorter and more direct routes was by 
the Texas & New Orleans, the St.L.S.F. 
and thence Sand Springs Railway than 
by the joint routes made by the rails 
of the M-K-T and the Santa Fe to 
Tulsa, thence Sand Springs, Mr. Cum- 
mins said that the “effective participa- 
tion” of the St.LSF. Railway in the 
present rates from the Texas Ports to 
Sand Springs brought that carrier 
within the rule of Ashland Fire Brick 
Co. v. Southern Ry., 22 I.C.C. 115, as 
affirmed by the Supreme Court of the 
United States in Texas & Pacific v. 
United States, 289 U.S. 62, and St. Louis 
Southwestern Ry. v. United States, 245 
US. 136. 


Rights ‘Destined for Garbage Can’ 


Among other things, he said that “if 
the depressed 64-cent rate from the east 
Gulf ports to Springfield, Mo., or else- 
‘where, does bring into play the aggre- 
gate-of-intermediates rule, the result 
will be to compound the injury and the 
insult to the Texas ports,” and added: 


“Obviously, when the omnipresent ag- 
gregate-of-intermediates rule is super- 
imposed upon a rate determined by the 
ubiquitous long-and-short-haul rule, and 
when both are piled upon a practice of 
unrestrained and unlimited policy of port 
-equalization, like Ossa upon Pelion, some- 
body’s substantial rights are destined for 
the garbage can.” 


Mr. Cummins said that if the carrier 
answered the point about the aggregate- 
of-intermediates rule by saying that the 
Commission’s tariff rules did not permit 
alternative application of intermediate 
(combination) rates against published 
one-factor joint rates in Kratzmeir’s 
I.C.C. No. 3905 unless the Commission 
granted permission for such application, 
his answer was this: 


“The law as written in section 4 of the 


act is probably superior to any tariff 
rule the Commission may make under 
section 4. In our judgment, if the At- 
torney General of the United States ever 


* finds himself in court with both the In- 


terstate Commerce Commission and the 
Department of Agriculture as clients 
having opposing interests on such a ques- 
tion, he will probably confess the Com- 
mission out of court.” 


FINANCE APPLICATIONS 


Finance No. 17581, All States Freight, Inc., 
Akron, O., asks authority tc obtain loans 
totaling $840,000 to provide necessary funds 
for terminal construction at Jersey City, 
N.J., completion of a terminal addition at 
Akron, O., and payment for a_ terminal 
and adjacent land at Baltimore, Md. 

7 s * 


MO-F-5099, S & W Motor Lines, Inc., 
Greensboro, N.C., asks authority to pur- 
chase certain operating rights of Shaw 
Transfer Co., Inc., of Salisbury, N.C. 


PETITIONS FOR REHEARING, ETC. 


No. 30650, Whatcom County Traffic & 
Rates Bureau, et al. v. C.M. St. P. & P. et 
al. Complainants ask reconsideration and 
argument. 

- « s 

I. & SS. 5972, Passenger Automobiles 
Within Southern Territory. Chrysler Corp., 
et al. move reconsideration and vacation 
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of suspension order with regard to rates 
from Roseland and Doraville, Ga. 
* 


I. & S. 5975, Coal Ky. and Tenn. to 
Cincinnati (For Trans-shipment). Hazard 
Coal Operators Ass’n asks that order of 
suspension be vacated immediately, with or 
without continuation | of investigation. 

a 


MC-1494, Sub. 9, Gross Common Carrier, 
Inc., Extension—Milwaukee, Wis. Central 
Wisconsin Motor Transport Co. asks recon- 


sideration. 
* *” * 


MC-13145, Sub. 5, Hixson Truck Line Ex- 
tension—St. Paul, Minn. and Kansas City 
Kans. Applicant asks reopening, recon- 
sideratin and reargument. 


MC-30073, Sub. 10, Johnson Freight Lines, 
Inc., Extension—Alternate Route—Cincinnatj 
and Chattanooga. Dixie Ohio Express Co. 
asks reconsideration of report of Commis- 
sion, Division 5, or in alternative considera- 
tion by whole Commission. 


MC-75651, Sub. 20, R. C. Motor Lines, Inc., 
Extension—Norfolk, Va. Applicant asks re- 
consideration, issuance of subpoena, and 
further hearing. a 

MC-80382, Sub. 17, Brooks Transportation 
Co., Inc. Applicant asks reconsideration. 

* 


MC-111439, Tel-Radio Transport Corp. Ap- 
plicant asks reconsideration and further 
hearing. 

+ * * 

I. & S. M-3950, Transcontinental Motor 
Rates—Increases. Acme Fast Freight, Inc., 
et al. move to vacate orders of suspension. 


MC-F-5023, Tidewater-Shaver Barge Lines— 
Control; Catlow Transport Co., Inc., Tem- 
porary Authority. Aplicant asks reconsidera- 
tion ef Commission's order. 


No. 30698, National Malting Co. v. D. L. & 
W., et al. Defendants ask further hearing 
and postponement of argument. 


PROPOSED REPORTS 


North-South Rail Divisions 
On Equal Factor Scale Are 


Proposed by Two Examiners 


By a proposed report in Official- 
Southern Divisions, No. 29885, In the 
Matter of Divisions of Joint Rates 
Between Official and Southern Terri- 
tories, and an embraced proceeding, 
Examiners Oren G. Barber and How- 
ard Hosmer have recommended that 
the Commission find the present pri- 
mary divisions of joint all-rail class 
and commodity rates between Official 
and Southern territories unjust, un- 
reasonable, and inequitable. The em- 
braced case is No. 29799, Akron, Can- 
ton & Youngstown Railroad Co. et al. 
v. Aberdeen & Rockfish Railroad 
Co., et al. 


The examiners said that in their judg- 
ment the Commission should prescribe 
for application on general traffic between 
the north and the south the equal-factor 
scale that was prescribed between Official 
Territory and Zone 1 of Western Trunk 
Line Territory in Official Western Trunk 
Line Divisions, 269 I.C.C. 765. They said 
they did not believe that the northern 
lines had made a case for a basis more 
favorable to them. 


They said that, with certain excep- 
tions, reasonable and equitable primary 
divisions of the aforementioned rates be- 
tween the two territories would be deter- 
mined by the use of prorating factors set 
forth in an appendix to their report in 
computing percentages expressed as in- 


tegers, the factor for the carrier of car- 
riers in Official Territory being shown 
for the short-line distance north of the 
dividing point and the factor for the car- 
rier or carriers in Southern Territory 
being shown for the short-line distance 
south of the dividing point. 

These prorating factors ranged from 
42 for a distance of 50 miles to 261 fora 
distance of 1,500 miles. 


The aforementioned 
said, related to just, 
equitable divisions of 
fruits and vegetables from points in 
Southern Territory to stations in the 
borough of Manhattan in New York, 
N.Y., including Harlem River and Bronx 
Terminal; from Brunswick, Me., to des- 
tinations in Southern Territory, used as 
factors of combination rates on potatoes, 
in carloads, from points on the Bangor 
& Aroostook Railroad to such destina- 
tion points; joint proportional or reship- 
ping rates on grain and grain products 
from East St. Louis, Ill., Louisville, Ky. 
and Cincinnati, O., to points in Southern 
Territory; and between Official Territory 
and points on the Norfolk Southern, the 
Atlantic & East Carolina, or the Beau- 
fort & Morehead, on traffic interchanged 
at Norfolk. 

The examiners recommended that in 
no case should a primary division be less 
than 15 per cent. ‘ 

After setting forth the allegations 1 
the complaint in No. 29799 and the pul- 
pose of the investigation in No. 29885, 
the examiners said that the two proceed- 
ings embraced in the report brought 0 
issue the divisions of all joint inter- 
territorial rates between the north and 
the south except those on coal and coke 
made from coal, concerning which, they 
said, the parties by common consent 
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asked that no findings be made. They 
said that divisions of rates on lumber, 
excluded by agreement from the 1939 re- 
port in Divisions of Rates, Official and 
Southern Territories, 234 I.C.C. 175, were 
now included. 





1.C.C. Examiners Propose 
Equal Factor Scale for 


East-Southwest Divisions 


Two Commission examiners have 
proposed that the Cummission pre- 
scribe an equal factor scale for divi- 
sions on general railrcad traffic be- 
tween Official and southwestern 
Territories. 


A prcposed report by Examiners Oren 
G. Barber and Howard Hosmer was is- 
sued in No. 29886, Official-Southwestern 
Divisions, In the Matter of Joint Rates 
Between Official and Southwestern Ter- 
ritories. 

They said that in their judgment the 
Commission should prescribe for applica- 
tion on general traffic between Official 
and Southwestern territories the equal 
factor scale that was prescribed betweer 
Official Territory and Zone 1 of Western 
Trunk Line Territory in Official Western 
Trunk Line Divisions, 269 I.C.C. 765. They 
asserted they did not believe that the 
eastern lines had made a case for a 
basis more favorable to them. 

“Nor do we agree with those lines that 
a single scale should be employed where 
Southern or Western Trunk Line rail- 
roads perform an intermediate haul,’ 
continued the examiners. 

They proposed an intermediate scale 
similar to the one provided for the 
southern lines in Southwestern-Official 
Divisions, 234 I.C.C. 135. They said the 
scale would have application also on 
traffic interchanged between  south- 
western lines and western trunk lines 
at Kansas ‘City and other interior Mis- 
souri junctions. 

The examiners recommended the Com- 
mission should find that the present pri- 
mary divisions of joint interterritorial 
rates between points in Southwestern 
Territory and points in Official Territory 
— unjust, unreasonable, and inequi- 

able. 


They proposed that just, reasonable, 
and equitable primary divisions of such 
rates to be received by the several car- 
riers would be those that would result 
from an equal factor basis set forth in 
an appendix to the report which showed 
divisions as percentages expressed as in- 
tegers determined by the use of pro- 
rating. factors. ‘These factors ranged 
from 42 at 50 miles to 261 at 1,500 miles. 


The equal factor scale was also pro- 
posed to be applicable on shipments in- 
terchanged between an eastern line and 
a southwestern line and on shipments 
interchanged at a Mississippi River 
crossing, Cairo to Alton, IIll., inclusive. 
“&xceptions to the equal factor scale were 
proposed with respect to shipments when 
& western trunk line participated in the 
‘ransportation as an intermediate car- 
rer, and on shipments from east to 
southwest through Southern Territory. 
/-ne examiners proposed that when inter- 
mediate switching service of the Termi- 
ial Railroad Association of St. Louis, the 
Alton & Southern, or the Illinois Termi- 
nal Railroad Co., or motor carrier service 
i the Columbia Terminals Co. was nec- 





essary to effect interchange at St. Louis, 
Mo., or East St. Louis, Ill., the applicable 
charges of such intermediate carriers 
should be paid out of the eastern divi- 
sions on westbound shipments and out 
of the western divisions on eastbound 
shipments. 

For the purposes of their report, the 
examiners defined what were to be con- 
sidered as “eastern lines”, “southwestern 
lines,” “western trunk lines”, and “south- 
ern lines.” 


North-South Divisions on 


Export Flour Determined 


Examiner Howard Hosmer, in a third 
report on further hearing in No. 24160, 
In the Matter of Divisions of Joint In- 
terterritorial Rates Between Official and 
Southern Territories, reopened solely to 
determine whether certain freight rates 
on flour for export should be divided in 
accordance with an order entered in 
the proceeding July 25, 1939, at 234 I.C.C. 
149, has recommended the following: 


“The Commission should find that 
the export rates on flour from Buffalo 
to New Orleans and Mobile via Cincin- 
nati in effect on and after May 31, 1940, 
were joint rates, that they were subject 
to the findings in the report of July 
25, 1939, and the order of that date in 
this proceeding, and that the prescribed 
divisions were 41 per cent north and 
59 per cent south in respect of rates 
to New Orleans and 43 per cent north 
and 57 per cent south in respect of 
rates to Mobile. No order is required.” 


Examiner Hosmer said the reopening 
was at the joint request of the Penn- 
sylvania, the New York Central, the 
Erie, the Southern, and the New Or- 
leans & Northeastern, after the north- 
ern carriers had brought suit for an 
accounting and the federal district court 
for the eastern district of Virginia, whee 
suit was brought, had ordered the jar- 
ties to take appropriate steys before the 
Commission to obtain a determination 
of the character of the rates involved. 





Coal 


Fourth Section Application No. 25650, 
Coal—Ky. and Tenn. to Charleston, S.C. 
By Examiner G. B. Vandiver. Recom- 
mends denial of application of carriers 
parties to the application considered in 
Coal to Charleston, S.C., Savannah and 
Brunswick, Ga., 223 I.C.C. 577, for author- 
ity to establish and maintain rates on 
fine coal, in carloads, from mines on the 
lines of the Louisville & Nashville Rail- 
road in eastern Tennessee and southeast- 
ern Kentucky to Charleston, without ob- 
serving the long-and-short-haul provi- 
sion of section 4 of the interstate com- 
merce act. The examiner said the Com- 
mission should find that sufficient justi- 
fication for the relief prayed had not 
been presented. He said the applicants 
inadvertently failed to appear at the 
hearing and that following their failure 


to prosecute the application the Com- — 


mission, by Fourth Section Order No. 
16855, entered without report on April 16, 
denied the authority sought. He said 
that later, on petition of the applicants, 
the order was vacated and set aside 
by order entered June 26, and the appli- 
cation assigned for further hearing, 
which was held. The examiner said that 
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the applicants, in effect, sought reinstate- 
ment of relief claimed by them to have 
been granted in the aforementioned pro- 
ceeding, 223 I.C.C. 577, and to have been 
in force prior to May 25, 1950, which was 
required to establish and maintain rates 
on fine coal from the aforementioned 
mines to Charleston lower than to Jones- 
ville, S.C., an intermediate point. 


Moter Service Proceeding 


Examiner Charles Morgan, by a rec- 
ommended report in MC-C-1332, El- 
wood D. Starkey and Evelyn E. Starkey, 
Revocation of Certificate, has proposed 
that the Commission find the respond- 
ents, a partnership doing business as 
Elwood D. Starkey, of Massey, Md., not 
to be rendering reasonably continuous 
and adequate motor carrier service un- 
der their certificate, MC-5091, and that 
it direct them to institute and maintain 
such service. 


The examiner further recommended 
that in the event the respondents failed 
to institute such service they should be 
required to inform the Commission if 
they desired oral hearing to present 
further evidence as to why their certifi- 
cate should not be revoked, failing in 
which they should be deemed in default 
and to have waived such hearing. 


The report said any exceptions to the 
examiner’s findings were to be filed 
with the Commission’s secretary in 
Washington, D.C., within 20 days from 
December 20. 


MOTOR RECOMMENDED REPORTS 


Recommended orders in these reports 


become effective at expiration of 20 days 
from date of service of reports (25 days 
if general office of a party to a proceed- 
ing, or the office of the petitioner repre- 
senting him, is located at or west of El 
Paso, ‘cex., Salt iake City, Utah, or 
Helena, Mont.) unless exceptions have 
been filed within the 20-day period, or 
the order !:as been stayed or postponed 
by the Commission. 


State in which applicant for certificate 
jicense Or permit has home office is shown 
below in “black face” type, with name 
of town or city following. 


Abrasive Cloth 


I. and S. M-3822, Abrasive Cloth, Tape, 
Etc.—-Minnesoa two East. By Examiner 
James J. Williams. Found shown just 
and reasonable proposed new motor car- 
rier truckload commodity rates on abra- 
sive paper or cloth, cellulose film prod- 
ucts, and gummed paper sealing tape, 
and found not shown just and reason- 
able those on cellulose tape holders, cast 
and sheet iron combined, filed to become 
effective July 20, 1951, by three motor 
carriers and suspended until February 
19, 1952, on protest of Western Trunk 
Line railroads. In lieu of present joint 
class rates, the examiner said, the car- 
riers proposed to establish lower truck- 
load commodity rates, minimum 22,500 
pounds, approximating the sum of the 
local rates from origin to St. Paul and 
from that point to destinations, ranging 
from 43 to 46 per cent of present first 
class rates. He found the proposed rates, 
except as noted, compensatory, and rec- 
ommended that the suspended schedules, 
to the extent found unlawful, be ordered 
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cancelled, and the proceeding discon- 
tinued. 


Certificates—Licenses—Permits 


Colorado (Denver)—MC-13719, Sub. i, 
James Qualteri, dba Globe Truck Line, 
Extension — Boulder, Colo. Certificate 
proposed. General commodities, with ex- 
ceptions, over described regular routes 
(1) between Denver and Boulder, Colo., 
and return, and (2) between junction 
US. highway 87 and Colo. highway 7 
and Boulder, over Colo. highway 7, serv- 
ing all intermediate points on each route. 

Iowa (Iowa City)—MC-92983, Sub. 45, 
Eldon Miller, Inc., Extension—Alcohol. 
Certificate proposed. (a) Alcohol, (b) 
alcohol products, and (c) grain distilled 
spirits, not included in (a) or (b), all in 
bulk, in tank vehicles, (1) from Musca- 
tine, Ia., and Omaha, Neb., to points in 
Ill., Kan., Md., Mich., Minn., Mo., O., 
W.Va., Wis., and (2) from Kansas City, 
Mo., to points in Ill., Kan., Md., Mich., 
Minn., O., W.Va., Wis., Conn., Ind., Ky., 
Mass., N.Y., Pa., over irregular routes. 

Massachusetts (Boston) — MC-'75874, 
Sub. 23, Boston & Maine Transportation 
Co., Extension—New Massachusetts 
Highway 128. Certificate proposed. Pas- 
sengers and their baggage, express, mail, 
newspapers, between Lynnfield, Mass., 
and junction new Mass. highway 128 and 
Mass. highway 9 near Wellesley, Mass., 
over new Mass. highway 128, serving all 
intermediate points. 

Michigan (Escanaba) — MC-108859, 
Sub. 11, Clairmont Transfer Co., Ex- 
tension—Michigan Highway 177. Certifi- 
cate proposed. General Commodities, 
with exceptions, (1) between junction 
Mich. highways 28 and 177 at Seney, 
Mich., and Grand Marais, Mich., over 
Mich. highway 177, and (2) between 
Wetmore. Mich., and Nahama Junction, 
Mich., over unnumbered Federal Forest 


Highway, serving no__— intermediate 
points on either route. 
Michigan (Saginaw)—MC-23986, Sub. 


7, Blair Transit Co., Extension—Detroit, 
Mich. Commercial Zone. Certificate pro- 
posed. General commodities, with ex- 
ceptions, serving points in the Detroit, 
Mich. commercial zone as _ off-route 
points in connection with applicant’s 
otherwise authorized regular route oper- 
ations to and from Detroit. 

Texas (Dallas)—-MC-2229, Sub: 42, Red 
Ball Motor Freight, Inc., Extension — 
Denver, Colo. Certificate proposed. Gen- 
eral commodities, with exceptions, (1) 
between Amarillo, Tex., and Denver, over 
U.S. highway 87, serving all intermediate 
points, with restrictions, and (2) between 
Dumas, Tex., and Denver, over a de- 
scribed route, serving no intermediate 
points. 

Texas (Laredo)—MC-108290, Sub. 3, 
Esteban Lozano, dba Lozano Transfer 
Co., Extension—Commodities in Bulk. 
Certificate proposed. Commodities in 
bulk and commodities requiring special 
equipment, from Laredo and points in 
Tex. within 5& miles, to the Mexican 
boundary at Laredo, over irregular 
routes. 

Texas (San Antonio)—MC-112512, Sub. 
1, M. F. Reid, dba Reid Transport Co., 
Contract Carrier. Permit proposed. 
Solidified carbon dioxide, from Iceco 
plant site approximately 30 miles from 
Mosquero, N.M., to specified points in 





Ariz., Ark., Calif., Colo., Kan., La., Okla., 
Tex., and Utah, over irregular routes. 
Virginia (Smithfield) — MC-95627. 
Sub. 2, Eugene Nelms, Extension—Spe- 
cified Commodities. Denial of certificate 
proposed. (1) Lumber, pallets, boats, 
from Suffolk, Va., and points in Va. and 
N.C. within 50 miles of Suffolk, to Wash- 
ington, D.C., points in Md., Pa., Del., N.J., 
and New York, N.Y. commercial zone; (2) 


Railroads File Prepared Testimony in 
Support of 15 Per Cent Rate Increase 


Rail Witnesses Say That Lesser Increases in August Were Not Big 
Enough to Meet Record Levels of Operating Expenses and Taxes, in 
Spite of 1951 Revenues Being at Greatest Level Ever Recorded. 


The railroads filed with the Com- 
mission at midnight, December 20, 
their prepared testimony in support 
of their request that they be granted 
the entire 15 per cent increase in 
freight rates asked in Ex Parte 175, 
Increased Freight Rates, 1951. 


In August, the Commission, instead of 
the 15 per cent asked, authorized in- 
creases of 9 per cent in the east and 
6 per cent in the south and west and 
interterritorially. Giving effect to “hold- 
downs” in certain rates, and exceptions, 
it was estimated that the increases would 
amount to 6.6 per cent for the country 
as a whole, 7.5 per cent in the east, 6.8 
per cent for Pocahontas Territory, and 
5.8 per cent for the south and the west 
(T.W., Aug. 11, p. 15). 

In connection with the filing of the 
prepared testimony, John J. Fitzpatrick, 
chairman, Traffic Executive Association, 
Eastern Railroads, New York, N.Y.; J. G. 
Kerr, chairman, executive committee, 
Southern Freight Association, Atlanta, 
Ga., and W. H. Dana, chairman, execu- 
tive committee, Western Traffic Associa- 
tion, Chicago, issued the following joint 
statement: 


“Statements of a group of railroad wit- 
nesses filed with the Interstate Com- 
merce Commission described how the 
carriers are faced with the dilemma of 
constantly declining earnings while car- 
rying near-record traffic loads. 


“The testimony was filed in support 
of the railroads’ petition to put into ef- 
fect the full amount of a 15 per cent 
freight rate increase sought in March, 
1951, which involves an increase above 
present levels of 7.2 per cent for the 
country as a whole. Hearings on the re- 
quest are scheduled to begin on Jan- 
uary 14. 

“The I.C.C. granted on August 2 a por- 
tion of the increase sought in March, 
authorizing increases of 9 per cent in 
Eastern Territory and 6 per cent in the 
south and west and interiterritorially, 
with an average increase of 6.6 per cent 
for the country as a whole. 

“Statements of the railroad witnesses 
pointed out that operating revenues for 
1951 will be the greatest ever recorded, 
but that operating expenses, combined 
with taxes, will also reach record levels. 
““The net result,’ it is said by one 
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lumber, lime, building materials anc. 
supplies, iron and steel articles, farm 
machinery, and diesel engines, from 
aforementioned destination points and 
areas to aforementioned origin area; (3) 
fertilizer, fertilizer materials, between 
Norfolk, Va., and points within 10 miles 
thereof, on one hand, and, on other, 
points in N.C. on and east of US. high- 
way 29, over irregular routes. 
















witness, ‘will be a decrease in net rail- 
way operating income from $973,000,000 
in 1950 to $903,000,000 in 1951 and a 
reduction in the rate of return on net 
investment from 3.96 per cent to 3.54 per 
cent. Neither of these rates of return 
can be regarded as adequate.’ 

“Even if current freight rates and 
charges, wage rates and prices had been 
in effect for the entire year, railroad 
earnings would still have fallen below 
those for 1950, the witnesses stated, and 
the rate of return would have been only 
3.77 per cent. 

“On the basis of freight rates now in 
effect, the railroad witnesses assert, net 
railway operating income for the Class 
I railroads would amount to $897,000,000 
for 1952 and the rate of return on net 
investment would be only 3.42 per cent. 


“Even with the proposed increase in 
freight rates, the net railway operating 
income for 1952 would be $1,161,000,000 
and the rate of return on net investment 
would still be only 4.42 per cent, the rail- 
road testimony said. 


“The statements told how continuing 
rises in wage rates and the prices of 
fuel, materials and supplies have caused 
railroad costs to soar far above the rise 
in railroad revenues. 


“The impact of wages and. prices has 
had telling effect on railroad operating 
costs. Since 1939, for instance, the 
straight-time hourly rate of pay has 
increased by 139 per cent and the price 
of railway materials and supplies has 
risen by 130 per cent. In the same time, 
the revenue received by the railroads 
for hauling a ton of freight one mile has 
increased by only about 45 per cent. 

“Inadequate railroad earnings are 
coming at a time when the railroads are 
making all-time record expenditures for 
capital improvements, the railroad testi- 
mony stated. Such expenditures are es- 
timated at $1,413,000,000 for 1951. 

“‘Since the end of the war’, it is 
stated ‘the sum of depreciation charges 
and net income has been insufficient t0 
meet the requirements for funds, with 
the result that net working capital has 
been reduced from $1,659,000,000 on De- 
cember 31, 1945, to $473,000,000 on Sep- 
tember 30, 1951, a decrease of 71.5 pé 
per cent. At the same time, outstandiné 
equipment obligations have increase 
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from $773,000,000 at the end of 1945 to 
approximately $2,270,000,000 at the end 
of 1951, an increase of 194 per cent.’ 

“Under present conditions of high in- 
dustrial activity and near record peace- 
time freight traffic volume, the railroads 
should be able to put something aside 
for lean years which may lie ahead. The 
present working capital neither leads to 
a stronger credit position for the indus- 
try, nor does it provide an adequate 
cushion for a period of reduced traffic 
volume.” 


Parmelee’s Estimates 


Dr. Julius H. Parmelee, vice-president 
of the Association of American Rail- 
roads and director of its Bureau of Rail- 
way Economics, describes an _ exhibit 
prepared in connection with his state- 
ment, and says that it leads to the fol- 
lowing general conclusions: 


“Railroads have experienced sub- 
stantial increases in traffic volumes in 
1951, compared with 1950—an increase in 
freight traffic of 55 billion ton-miles, or 
9.3 per cent, and an increase in passeng- 
er traffic of 2.6 billion passenger-miles, 
or 8.3 per cent. The freight traffic volume 
has been the second greatest of any 
peacetime year in railroad history, be- 
ing only slightly below the peacetime 
record attained in 1947. Despite these 
high traffic levels, and despite substan- 
tial progress in operating efficiency, the 
anticipated rate of return for 1951 will 
be only 3.54 per cent on net investment, 
and only 3.84 per cent on a valuation of 
railroad property, as of January 1, 1951, 
utilizing the valuation method followed 
by the Commission in its report in Ex 
Parte 175. It can hardly be contended 
that either of these rates represents an 
adequate return on the value of rail- 
road property devoted to transportation 


service. 

“Some of the relief afforded the car- 
riers in 1951, in the form of increased 
fares, rates, and charges, were not ef- 
fective throughout the whole of that 
year. It is also a fact that some of their 
increased costs were reflected in only 
a part of the year’s operations. [The] 
exhibit . . . shows what the annual ef- 
fect of the rate and cost increases will 
be, by setting up a prospective income 
account for 1952, on the assumption that 
the increased rates and charges pro- 
posed in this proceeding are in effect 
throughout that year, and are applied to 
virtually the same levels of freight and 
passenger traffic for 1952 as have been 
experienced in 1951. On this basis, the 
rate of return for 1952 would be 4.42 
per cent on net investment, and 4.78 per 
cent on the Ex Parte 175 valuation basis, 
brought down to January 1, 1951. These 
rates, moderate as they are, rest on three 
assumptions unlikely to be realized; that 
the proposed rates could become effective 
January 1, 1952, that they would apply 
on that date to both interstate and intra- 
State freight traffic, and that no further 
increases would take place in 1952 in 
ither wage rates or material prices. 

“If the railroads are to perform their 
ippointed task in the national defense 
ffort, and are to be prepared to meet 
any emergency that may develop, they 
should be provided with adequate earn- 
igs. Authorization of the rates here 
proposed will be a constructive step in 

at direction.” . 

Dr. Jules Backman, professor of eco- 

mics, New York University, School of 

mmerce, Accounts and _ Finance, 
ought up to date the economic data in 
lich he compared the railroads and 
ler industries at the earlier hearing. 





His revised data was in the form of a 
verified statement. 

Among other things, he said that, at 
current freight rates, 1952 estimated net 
railway operating income was expected 
to fall short of the “constructive” total 
computed by the Commission of $56,000,- 
000. If no allowance was made for the 
additions to property since the Commis- 
sion’s earlier decision, he said, then those 
earnings, inclusive of the proposed in- 
crease, would fall short by $133,000,000. 

He also said that for 1951 it was esti- 
mated that net railway operating in- 
come would be equal to only 8.7 per cent 
of total operating revenues as compared 
with 11 per cent in 1950. That was the 
lowest ratio, with the exception of 1920, 
1946, and 1949, in the past 40 years, he 
asserted. The ratio both before and after 
taxes ran far below the ratios attained 
in prior periods of boom activity, said Dr. 
Backman, adding that “this low ratio 
highlights the vulnerability of the rail- 
roads to any further decline in volume. 
As the experience in 1949 demonstrated, 
even moderate declines in volume will be 
accompanied by major decreases in net 
railway operating income.” 

The witness also showed a decline of 
25 per cent in the purchasing power of 
the railroad dollar in terms of the 
railroad construction index and as- 
serted that the contract with other in- 
dustries was marked; only the tobacco 
industry, telephone, telegraph and com- 
munications, and radio broadcasting and 
television showed poorer records. 


Rail Verified Statements 


The testimony of the railroad officials 
was also filed in the form of verified 
statements. 

The estimates of the individual rail- 
roads for 1952 indicate the extent of the 
effect of the request for the entire 15 
per cent increase on the financial situa- 
tion of the railroads. ‘The following fig- 
ures are the estimates for each railroad 
shown of the net income after fixed 
charges and other deductions, respec- 
tively: 

Santa Fe, $42,998,000, and $58,072,000; 
Baltimore & Ohio, $8,910,000, and $13,780,- 
000; Chesapeake & Ohio, $28,000,000, and 
$34,500,000; Chicago & North Western, 
$6,201,000, and $12,127,000; Milwaukee, 
$7,363,000, and $14,897,000; Erie, $12,310,- 
247, and $16,142,876; Great Northern, 
$24,521,000, and $33,056,000; New Haven 
Railroad, $3,805,000, and $5,895,000; New 
York Central, $9,982,600, and $31,653,700; 
Norfolk & Western, $26,421,962, and $29,- 
656,863; Pennsylvania, $37,779,200, and 
$50,833,200; Reading Co., $7,957,900, and 
$11,726,900; Rock Island, $11,308,866, and 
$16,424,062; and Union Pacific, $51,- 
803,000, and $69,467,000. 


T. M. Caizza, assistant to the vice- 
president—Traffic, of the Santa Fe, of- 
fered a certified statement, supported, 
as to the methods followed, by a state- 
ment from J. P. McDonald, assistant 
general auditor. Among other things, 
Mr. Caizza said the railroad expected 
to handle 4.2 per cent fewer cars of 
freight in 1952 than in 1951. He added 
that “our estimate of freight revenue for 
1952 is $447,409,000, on the basis of pres- 
ent rates and charges, or a decline under 
1951 of $13,693,000, or 2.97 per cent.” 

For the Baltimore & Ohio, Howard E. 
Simpson, vice-president—traffic, esti- 
mated approximately the same ton-miles 
for 1952 as for 1951, and an increase of 
2.6 per cent in passenger-miles for 1952 
above the forecast for 1951. His state- 
ment was supported by one for Walter 
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L. Price, vice-president—accounting and 
freight claims. 

Arthur S. Genet, vice-president—traf- 
fic, Chesapeake & Ohio, described the 
methods followed in making computa- 
tions furnished to Dr. Parmelee. He 
showed an estimated ton-miles for 1952 
of 32,400,000,000 on the basis of present 
rates and charges, and of 32,200,000,000 
under the proposed increase, with oper- 
ating revenues under present rates of 
$356,300,000 and of $374,100,000 under the 
proposed increase. 


Robert G. Small, assistant vice-presi- 
dent—traffic, Chicago & North Western, 
in connection with his verified statement 
concerning estimates for the C. & N. W. 
system, said that most of the railroads 
whose major originated or terminated 
traffic was within Zone 1 of Western 
Trunk Line Territory were in as great 
need of additional net revenue as were 
the railroads in any other portion of the 
United States. 


Most of those railroads, he said, had 
gone through reorganization proceedings 
within the past 15 years, but were still 
suffering from inadequate net earnings. 
In the previous two general rate in- 
crease proceedings, he said, the Com- 
mission had authorized a greater in- 
crease with and to and from Zone 1 
than was authorized in the remainder of 
the Western District. While he said 
those railroads did not think there 
should be increases at different levels 
for different districts, if it was done, he 
said, it was urged that the Commission 
especially give recognition to the needs 
of the railroads in Zone 1 and give them 
the entire 15 per cent increase. Mr. 
Small’s statement was supported by A. 
R. Seder, vice-president, C. & N. W. 


Effect of Defense Activity 


In his statement for the Burlington, 
L. R. Capron, vice-president in charge 
of traffic, said, in part: 


“With shortages developing in many 
important materials and heavy alloca- 
tions being made for defense purposes, 
we anticipate a reduction in 1952 in the 
volume of traffic from manufactures and 
miscellaneous. Since normally over 40 
per cent of Burlington freight revenue 
comes from this source, any substantial 
reduction in volume will, of course, have 
a serious effect on our revenue from this 
relatively high rated traffic.” 


A. W. Lavidge, Burlington comptroller, 
also filed a verified statement in support 
of Mr. Capron’s, detailing the methods 
by which estimates were made. 


J. W. Severs, vice-president—finance 
and accounting, Chicago, Milwaukee, St. 
Paul & Pacific, made these general com- 
ments in his verified statement: 


“In preparing our estimate of operat- 
ing revenues and expenses for the year 
1952, we carefully considered the trend 
of traffic volume and commodity move- 
ments during the year 1951. We foresee 
no reasonable basis for anticipating any 
increase in volume of traffic during 1952. 
If the trend of business handled by our 
company in the last six months of 1951 
continues, we will have a lesser volume 
of traffic on our railroad in 1952 than 
we had in 1951. However, in order to 
avoid the possibility of an understate- 
ment, we. have shown the same number 
of traffic units, both freight and pas- 














48 


| ICC NEWS 


senger, in 1952 as shown in our state- 
ment for 1951.” 


In explanation of the 1952 revenue 
figures submitted for the Erie Railroad, 
‘H. W.' Von Willer, vice-president in 
charge of traffic, said that total operating 
revenues, on the basis of the 15 per cent 
increase, were estimated at $200,010,000, 
of this $178,898,000 representing freight 
revenues, an increase of $10,928,000; or 
6.5 per cent, over the estimates on the 
basis of present rates and charges. He 
said that no change in traffic volume was 
estimated, nor in estimates of passenger, 
mail and express revenues. M. G. 
McInnes, vice-president in charge of op- 
eration and maintenance, and T. J. To- 
bin, vice-president and comptroller, fur- 
nished brief supporting verified state- 
ments. 

Statements for the Great Northern 
were filed by W. D. O’Brien, freight traf- 
fic manager, and J. A. Tauer, comptroller. 
As did a number of other rail executives, 
Mr. O’Brien said that it was a customary 
practice to estimate revenues for the 
information of the management each 
year. He said they were ordinarily re- 
viewed each month, with adjustments 
made as found necessary. 

The Lehigh Valley expected an in- 
crease of one per cent in revenue ton- 
miles for 1952 over 1951, on the basis ot 
present rates and charges, said John 
Duffy, vice-president—trafiic, in his veri- 
fied statement. He also said that, on the 
premise that the requested 15 per cent 
increase, subject to the hold-downs pro- 
vided, would prevail throughout 1952, it 
was estimated that revenue ton-miles 
would be about one per cent less than 
those for 1951. 


New York Central 


Five verified statements were furnished 
by officials of the New York Central Rail- 
road as follows: A. E. Baylis, general 
freight traffic manager; F. H. Baird, as- 
sistant vice-president—passenger traffic; 
W. F, Place, vice-president—finance; 
W. J. Treloar, manager, mail and express 
traffic, and F. J. Jerome, executive vice- 
president. 


As aforementioned, the estimated 
traffic and income account for 1952 
showed net income after fixed charges 
and other deductions of $9,982,600 under 
present rates, charges, and fares, and 
of $31,653,700 under the proposed in- 
crease. The differences in the items 
used to arrive at the net income figure 
are: In operating revenues, the total 
under present rates and charges was 
shown as $831,136,000, and under the 
proposed increase, $876,284,000, all but 
about $100,000 being accounted for by 
an increase in freight operating reve- 
nue from $602,292,000 under present 
rates and charges to $646,358,000 under 
the proposed increase; total taxes 
changed from $63,835,200 under present 
charges, to $87,512,100 under the pro- 
posed increases, and net railway operat- 
ing income from $38,225,600 to $59,896,- 
700. 


N. P., N. & W., Pennsylvania 


R. E. Smith, general freight traffic 
manager, Northern Pacific Railway Co., 
said that “we are not disposed” to 
change the April estimates because the 
actual results so far had shown that the 
earlier estimate would not vary to any 





great extent from the actual results at 
the end of 1951. He added: 

“From. this distance of long range 
revenue forecasts it is our opinion that 
for 1952, having in mind the many un- 
certain factors of the economic picture 
for next year, including industry, agri- 
culture, military, etc., it is our feeling 
that our freight revenue estimate for 
that year should be based on approxi- 
mately the traffic volume contemplated 
for 1951. On this premise, we have cal- 
culated that our freight revenue for 1952 
based on current freight rates and 
charges . . . should be approximately 
$157,065,000. Using the same traffic 
volume as now contemplated for 1952, 
we have estimated that our freight 
revenue in 1952, computed on basis of 
freight rates and charges proposed in 
railroad petition of March 28, 1951. 
should approximate $169,535,000.” 

F. S. Baird, vice-president in charge 
of traffic, Norfolk & Western, filed a 
brief verified statement concerning traf- 
fic volume, saying that estimated reve- 
nue ton-miles for 1952 were slightly 
lower than those for 1951, while the 
estimated revenue passenger miles for 
1952 were the same as estimated for 
1951. F. C, Minter, deputy comptroller 
of the N. & W. filed a supporting state- 
ment of estimates. 

Fred Carpi, vice-president in charge 
of traffic for the Pennsylvania Railroad 
Cc., in his verified statement, said he 
had, on May 19, estimated freight reve- 
nue for the current year at $779,000,000 
That was predicated on the same level 
of rates as had prevailed in 1950, he 
said, and was an increase of 13.6 per 
cent over 1950. His present estimate on 
the same basis of rates, Mr. Carpi said, 
was $761,737,000, or 97.8 per cent of the 
previous estimate, and an increase of 
11.1 per cent over 1950. 

He said that the estimated increased 
freight revenue from Ex Parte 175 in- 
cluded in his estimate of $844,472.000 
freight revenue for 1952, was $58 038,000, 
and that included in a partial estimate 
of 1951 revenue was $25,564,000. With 
those increases eliminated from both 
estimates, Mr. Carpi said, the base fig- 
ures for 1951 and 1952 became $761,737,- 
000 and $786,434,000, respectively, the lat- 
ter representing an increase of 32 per 
cent. He said that the reason for the 
lesser increase in freight revenue than 
in revenue ton-miles was that a de- 
crease was anticipated in the higher 
rated “per ton” less-carload traffic. pri- 
marily due to curtailed production of 
consumer goods, an increase in coal traf- 
fic, and to a slight increase in the aver- 
age haul. He continued: 


“While defense expenditures are, and 
will continue to be, of very substantiai 
proportions it is our considered judg- 
ment that the physical output and trans- 
portation of goods will not be in propor- 
tion to such expenditures, as major 
monetary authorizations are for other 
than the procurement and production of 
material. Further, the decline in civilian 
production will be a considerable offset 
to freight traffic volume resulting from 
the national security program. Inven- 
tory correction in a number of con- 
sumer lines should extend well into 1952. 
In the case of durables, material re- 
strictions, particularly metal shortages, 
will curtail civilian commercial produc- 
tion and consumption. As _ previously 
stated, in our judgment the net result 
will be an increase in our traffic volume, 
expressed in revenue ton-miles, of about 
45 per cent over 1951.” 


Supporting statements were filed by 
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J. M. Symes, vice-president in charge cf 
operations, and E. Hart, comptroller cf 
the Pennsylvania Railroad. 


Based on reports from various depart- 
ments of the railroad, it was estimated 
that the Reading would handle 2.75 per 
cent more net tons of freight in 1952 
than in 1951, said Harry B. Light, vice- 
president, freight traffic, for the Read- 
ing. He showed estimated freight reve- 
nue of $131,113,000 for 1952, under pres- 
ent rates and charges, compared with 
$131,113,000 under the proposed increase. 
Supporting verifications were filed by 
W. K. Bean, comptroller; E. D. Oster- 
hout, passenger traffic manager, and E. 
P. Gangewere, vice-president, operation 
and maintenance. 


For the Frisco, T. H. Banister, vice- 
president in charge of traffic, estimated 
freight revenue under the present level 
at $112,180,000, and under the proposed 
higher level at $121,290,000, or a 14.31 
per cent increase for 1952. T. K. Stone, 
vice-president, operations, for the Frisco, 
said he wished to emphasize that the 
low net railway operating income, net 
income, and rates of return earned in 
recent years had occurred in a period 
of abnormal activi‘v and when that pe- 
riod ended the roud would not be able 
to earn “even those meager returns;” 
and that the needed expenditures for 
additions and betterments showed how 
necessary sufficient revenues were. 


Southern Pacific, Union Pacific 


H. W. Klein, freight traffic manager 
in charge of rates and divisions for 
the Southern Pacific Co.—Pacific Lines, 
said that those lines, on the basis of 
present rate levels, would have an in- 
crease of 1.3 per cent over revenues 
expected in 1951, with a slight drop in 
revenue ton-miles due to anticipated de- 
clines in certain classes of civilian traf- 
fic, particularly automobiles and parts, 
and various building materials. Those 
decreases would not be entirely offset 
by an increase in government. traffic, 
he said. 


F. L. Gordon, freight traffic manager. 
Texas & New Orleans Railroad Co., a 
wholly-owned Southern Pacific subsidi- 
ary, estimated a 1.6 per cent increase 
in revenue ton-miles in 1952 over 1951 
with gross freight revenue on the pres- 
ent basis of rates and charges of $125 - 
815,000, or a 5.3 per cent increase over 
such revenues anticipated in 1951. 


J. R. MacAnally, genera! freight traf- 
fic manager, Union Pacific Railroad Co., 
said that present indications pointed 
to an estimated traffic volume for 1952 
of 33,253,054,000 revenue ton-miles, with 
net freight revenue of $431,300,000 on 
the basis of the rates now in effect, with 
$467,500,000 as the revenue anticipated 
if the increase sought was granted. P 
J. Lynch, vice-president—operation, filed 
a supporting statement on operating ex- 
pense and maintenance of way and 
structure, and equipment, costs. 


Valuation Data 


H. T. Bradley, valuation engineer, Mis- 
souri Pacific Lines, in a verified state- 
ment revising an earlier statement, as- 
serted that “a review of rate-making 
values found by the Commission from 
the basic valuations, having an average 
date of about 1916, down to that portion 
of Ex Parte 175, dated August 2, 1951, in- 
dicated an.effort to hold aggregate values 
to a minimum despite the incubus of 
rising reproduction costs which has 
plagued the Commission since the be- 
ginning of this work.” He cited Dr. 
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Parmelee’s statement of additions and 
petterments, and said that, adding those 
sums to the figure for January 1, 1951, 
produced approximate aggregate vaiues 
of $23,534,565,717 as of January 1, 1952, 
and of $24,263,265,717 as of vanuary 1, 
1953. 

As to the purchasing power of the rail- 
road construction dollar developed from 
indices of the Commission’s Bureau of 
Valuation through 1950, Mr. Bradley said 
that, using his own estimates for 1951, 
with the 1914 dollar as a base of 100 per 
cent, the purchasing power of the 1951 
dollar was 32 cents for road and equip- 
ment combined; for road property 34 
cents, and for equipment, 29 cents. 


Mail Revenues 


Typical of comments concerning mail 
pay, contained in the verified statements, 
was that of L. R. Capron, for the Bur- 
ligton. Said he: 

“The 1952 forecast for mail revenue 
is slightly less than expected during the 
current year and is based on the ex- 
pectation that additional trucking of 
mails and some diversion of mail from 
one railroad to another to avoid handling 
charges will reduce our revenue.” 

Howard E. Simpson, for the B. & O., 
said he estimated a reduction of about 






D.T.A. Issues Report on 
Tank Cars Superseding 


Earlier Lamberton Report 


The Defense Transport Adminis- 
tration has announced that failure of 
tank car production to keep up to 
schedule because of inability to ob- 
tain sufficient steel is all that 
stands in the way of a sufficient 
supply of railroad tank cars to meet 
the expanding needs of the country’s 
defense economy, particularly as re- 
gards petroleum and chemical trans- 
port. 


D.T.A. said this conclusion was reached 
in a definitive study of the tank-car 
situation made public by the agency, 
which superseded a report made to it 
earlier by R. H. Lamberton, D.T.A.’s 
special consultant on liquid transport 
(T.W., Sept. 29, p. 55). The agency said 
that this official D.T.A. “Tank Car Story” 
would be followed by a survey of the 
tank-truck situation. 


Continuing, D.T.A. said: 


‘The ‘Tank Car Story’ tells why there 
are 9182 tank cars on order from car 
builders, undelivered, as of November 1, 
i951, and more are to be ordered. The 
expansion in production is emphasized 
by the fact that during ten months of 
1951 a total of 5056 new tank cars were 
delivered, compared to 1684 in the year 
1950. These cars are about evenly divided 
between those for petroleum and ior 
non-petroleum services. The cars on 
order by petroleum, chemical, and mis- 
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$500,000 under estimated mail revenue 
for 1951, due (1) to economics now being 
put into practice by the Post Office De- 
partment, (2) the diversions from parcel 
post to express service because of new 
limitations as to size and weight of parcel 
post packages effective January 1, 1952, 
and (3) contemplated discontinuance of 
passenger trains in 1952. 


No. 30954, Routing Via Seatrain Lines 
Through Edgewater, N.J. 
Investigation instituted by the Com- 


mission, division 2, on its own motion, . 


into the reasonableness, and otherwise 
lawfulness, of schedules restricting the 
application of rates via the New York 
Susquehanna & Westerns stations 
Edgewater Docks (New York Harbor 
Lighterage Points), N.J., and Edgewater 
Docks, over the Pennsylvania Railroad 
on traffic interchanged at those points 
with the Susquehanna for movement in 
connection with Seatrain Lines, Inc., ap- 
plicable to various commodities, as set 
forth in note 2150 of supple:inent No. 20 
to Agent A. P. Leland’s tariff I.C.C. No. 
A-31 and MF-I.C.C. Ne. 16 


cellaneous users represent a fairly ac- 
curate total of the near-term needs for 


car transportation, and reflect 
planned increases in the production of 
existing plants, plants to be ouilt during 
late 1951 and early 1952, and as replace- 
ment for worn-out equipment scneduled 
for scrapping. To quote the report 
further: 

“... ‘If there is any serious shortage 
of tank cars, it will be due to a slippage in 
the requested production of 900 cars per 
month, or because unforeseen demands 
for this type of transportation arise sud- 
denly. This production has not been 
reached in any one of the first eleven 
months of 1951 and, in view of the cur- 
tailed allocation of steel, continuing 
deficits are certain to appear. Produc- 
tion at present is at least three months 
behind schedule and this cannot be 
caught up. The only thing that can pre- 
vent serious shortages of various types 
of special tank car equipment is the fail- 
ure of new facilities and expanded facili- 
ties to come into production as planned. 
If other forms of transportation fail by 
reason of tanker sinkings, destruction of 
or use of petroleum pipelines for other 
purposes, severe winter weather hindering 
the use of tank trucks and barges, strikes, 
sabotage, etc., the present tank car fleet 
will prove far from adequate.’ 


Tank Car Census 


“The D.T.A. ‘Tank Car Story’ contains 
a comprehensive tank-car census as of 
January 1, 1951, arranged by type of car, 
gallon capacity, coiled or non-coiled 
equipment, and by ownership. 

“The ‘Tank Car Story’ tells how many 
tank cars of each kind were owned as of 
January 1, 1951, and includes exhibits re- 
flecting monthly production of 1951 segre- 


LT 


49 


gated by classes of cars and commodity 
service for which they are intended; also 
the number, classes, and types of care 
held in bad order, and cars retired in the 
first ten months of 1951. 

“The “Tank Car Story’ analyzes tank 
car performance, including seasonal 
liquid product movement average turn- 
around time for cars, average mileage per 
day. total average daily loadings, and il- 
lustrations of competitive movements by 
barges, trucks, and pipelines. This study 
reveals that the averege loaded petroleum 
movement is now about 415 miles. 

“The D.T.A. report indicates greater 
efficiency than at present could be 
achieved by drastic regulatory action. 

“Looking ahead, the D.T.A. “Tank Car 
Story’ says that there will probably be 
enough general purpose cars for over-all 
clean petroleum service if cars on order 
are constructed as scheduled. However, 
at peak periods there will be some short- 
ages of cars for asphalt in the summer 
and for fuel oil in the winter. ‘These 
conditions will continue until more sub- 
stantial quantities of materials are made 
available to build new cars, to instali 
heater pipes and insulation in existing 
cars. In regard to cars for liquefied 
petroleum gas, if the production of LPG 
pressure cars can be mainiained, the sup- 
ply of cars should meet consumers’ de- 
mands. 

“The construction «.f chemical cars 1s 
behind schedule because of the shortage 
of steel; a few spot shortages have re- 
sulted because of this. 

“The last quarter of the year is the 
peak shipping period of such major mis- 
cellaneous products as cottonseed oil, soy- 
bean oil, inolasses, and refined syrup. Eut 
it ts expected that there will be enough 
general purpose cars to handle the move- 
men if they are employed efficiently.” 

D'f.A. said that copies of the complete 
D I.A. “Tank Car Story” were available 
at the offices of the Defense Transport 
Administration, 1.C.C. Building, Wash- 
ington 26, D. C. 





Shippers Allowed 45-Day 
Supply of All Steel Drums 


‘The National Production Authority has 
modified limitations on steel shipping 
drum inventories to permit packers 
greater flexibility to operate within their 
quotas. 

N.P.A. said that its action was not any 
result of an increase in the supply of 
steel drums. A shortage still exists be- 
cause of the heavy demand for steel 
drums to meet defense, defense support- 
ing and civilian requirements, N.P.A. 
says. 

On July 6, N.P.A. issued order M-75 
to meet the increasing shortage of 
drums. By requiring the return of steel 
drums and their reuse, N.P.A. said that 
considerable quantities of steel needed 
to make any additional drums could thus 
be conserved. 


M-75 was amended to permit a packer 
to have a 45-day supply of each size and 
of each type of drum, the agency ex- 
plained. It added: 

“Formerly, a packer’s total inventory 
of steel drums, regardless of size and 
type, was limited to a 45-day supply. In 
some cases this caused a hardship be- 
cause a packer was unable to replenish 
an exhausted supply of one type or size 
of drum if his 45-day quota was filled 
by another size or type of drum. 

“If a packer holds less than a 45-day 
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supply of a particular size or type of 
drum, he now may accept delivery of 
such drums even though his inventory of 
another size or type exceeds a 45-day 
supply. 

“To further hasten the return and re- 
use of drums, recognition of ‘incentive 
plans’ have been included in M-75. 
Such a plan is defined as an agreement 
or understanding between a packer and 
a customer whereby the customer under- 
takes to return an empty used drum to 
the packer after removing its contents. 
A packer may receive used drums, re- 
turned to him by his customer under 
this plan, above his inventory quota. 
However, this number of drums may not 
be more than one-third of that quan- 
tity of any particular size or type of 
drum which he would be permitted to 
have in inventory. 

“Carload or truckload lots of drums 
may now be purchased by packers who 
customarily did so before July 6, 1951, 
when M-75 was originally issued. Packers 
are permitted to accept delivery of such 
shipments even though it would extend 
their inventories beyond 45 consecutive 
calendar days. However, a packer may 
not receive or accept delivery of any 
carload or truckload until his inventory 
of drums—of each size and type included 
in such shipment—is less than a supply 
for 30 consecutive calendar days. 

“The percentage of steel drums af- 
fected by this provision is small, N.P.A. 
said, and smal] users will be particularly 
benefited. Previously these small users 
were often compelled to buy less than 
carload lots, which increased freight 
costs, to keep within the inventory limi- 
tations. 

“Any person who manufactures drums 
for his own use now comes under limi- 
tations of the order for the first time.” 

Certain exemptions to the order were 
listed by N.P.A. 





O.P.S. and Contract Rates 


Director of Price Stabilization DiSalle 
has issued amendment No. 1 to supple- 
mentary regulation No. 52 of the gen- 
eral ceiling price regulation to extend 
the applicability of the regulation to 
liquid commodities handled in tank 
trucks (except milk) in Alaska, Hawaii 
and Puerto Rico. The administrator said 
the regulation as originally issued was 
limited to the 48 states of the United 
States and the District of Columbia but 
that it had been brought to his atten- 
tion that provision should be made for 
necessary rate adjustments for contract 
motor carriers of liquid commodities in 
tank trucks (except milk) operating 
in the territories mentioned. 





N.S.A. Sets Coal Rates 


By N.S.A. order No. 57 (DR.O.-38), 
the National Shipping Authority has 
fixed the following freight rates for the 
transportation of full cargoes of coal, 
in bulk, under “WARSHIPVOY” form 
or charter in vessels operated for the 
agency’s account, from Hampton Roads, 
Baltimore, Philadelphia, Charleston, 
S.C., or Mobile, Ala., to a port of dis- 
charge in France, effective on vessels 
commencing to load on and after Janu- 
ary 1, 1952: 

To all ports in north France, $11 a ton 
of 2,240 tons, for 1,500 tons; to south 
France ports, as follows, Port de Bouc 
(Caronte), $11.80 a ton for 1,500 tons; 





Marseilles or Toulon, $11.95 a ton for 
1,300 tons; Sete, $12.10 a ton, for 1,200 
tons, and all other south France ports, 
$13.75 for 750 tons. 

On vessels loading at Mobile, $1.50 a 
ton of 2,240 is to be added to the rates 
shown. 





Vessels in Emergency 


Frank Dow, Commissioner of Cus- 
toms, in TD 52886, part IV—Vessels in 
Foreign and Domestic Trades, dated De- 
cember 18, has waived navigation jaws 
administered by the Bureau of Cus- 
toms to permit the operation of vessels 
requisitioned by the United States for 
the purpose of emergency evacuation. 

Vice-Admiral Merlin O’Neill, Com- 
mandant, U.S. Coast Guard, has also is- 
sued an order waiving compliance with 
the provisions of the navigation and 
vessel inspection laws administered by 
the U.S. Coast Guard to the extent 
necessary to permit the operation of 
vessels which may be requisitioned by 
the United States for the purpose of 
emergency evacuation. 





C.A.B. Holds ‘Service’ 
Mail Rates Objected 
To by P.M.G. Are Sound 


The Civil Aeronautics Board, in a 
report dealing with final rates of mail 
pay for three air lines, expresses a 
willingness to cooperate with the 
Postmaster General to the extent of 
altering references in the tentative 
findings to a separation of “service” 
rates and subsidy, as to mail pay for 
those air lines, but has not reduced 
the future basic rates set for them, as 
also asked by the postal head, and as- 
serts such rates are sound, and might 
be relied on in the three proceedings 
(T.W., Dec. 15, p. 21). 


The board issued an opinion and three 
orders in No. 3507, Robinson Airlines 
Corporation; No. 5143, Capital Airlines, 
Inc., and No. 5144, Chicago & Southern 
Air Lines, Inc. (Domestic Operations), 
Final Mail Rates. 

The board referred to the objection of 
the Postmaster General to what the lat- 
ter called the “projection” of a separation 
of service and subsidy payments to the 
air lines for: carrying the mail (as car- 
ried in @ report to Congress which re- 
ferred to that separation as “for admin- 
istrative purposes”) into the actual 
determination of $uch a separation in 
setting actual rates to be paid to the 
air lines. He asked that the reference 
to the “service” rates in the tentative 
findings and conclusions of the board 
in connection with mail pay for the three 
air lines be deleted. 


“In other words,” said the board in 


FMB NEWS 


SAP BLES RRR oy aS TOLLE REO a 
Ocean Ship Agreements 


The Federal Maritime Board has an- 
nounced approval of the following agree- 
ments: 

No. 7833. between Grace Line, Inc., as 
the originating carrier, and Compania 
Anonima Venezolana de Navegacion 
(CAVN), as the delivering carrier, cover- 
ing the transportation of cargo under 
through bills of lading from US. At- 
lantic and Pacific coast ports of call and 
Canadian Pacific ports of call of the 
originating carrier to Venezuelan ports 
of La Vela de Coro, Las Piedras, Pampa- 
tar, Caripito, Guiria, and Ciudad Boli- 
var, with transshipment at Puerto Ca- 
bello or Maracaibo (Venezuela) or 
Curacao (Netherland West Indies). 

No. 6594-C, terminating agreement No. 
7594 between Silver Line Limited, and N. 
V. Stoomvaart Maatschappij “Neder- 
land,” and Koninklijke Rotterdamsche 
Lioyd n.v. 


CIVIL AERONAUTICS 
BOARD NEWS 





the instant opinion, “while the depart- 
ment is desirous of cooperating with the 
board in meeting the board’s program 
for placing virtually the entire certifi- 
cated air carrier industry on final mail 
rates by June 30, 1952, at the same time 
it wishes to preserve to itself without 
prejudice the right to urge in subse- 
quent cases that the rates denominated 
by the board as ‘service’ rates in the 
separation report may not be fair and 
reasonable compensatory rates at later 
dates. Apparently it is on this basis 
that the department desires the elimina- 
tion by the board of the reference in 
formal documents to the separation re- 
port rates as ‘service’ rates, wherever 
practical.” 


Board States Views 


The board said it fully agreed with the 
P.M.G. that adoption of the rates shown 
in the separation report did not repre- 
sent a finding that such rates were “for 
all time” the fair and reasonable service 
or compensatory rates for the domestic 
air carrier industry. This, it added, had 
been made explicit in the _ tentative 
statement for Capita, from which it 
quoted as follows: 

“While the service rates determined 
in the administrative separation report 
(which is attached hereto as Appendix 
2) are, of course, subject to continuing 
study and refinement, it is the opinion 
of the Board that the service rates there 
stated currently represent fair and rea- 
sonable compensatory rates in general; 
and that the 53 cent service rate already 
applied to National Airlines, Inc., is the 
fair and reasonable rate to be established 
as the compensatory rate for Capital 
for the annual period beginning Octo- 
ber 1, 1951.” 

Rather, said the board, it was its view, 
again as made explicit in the Cavyital 
statement, that the area of “service” 
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A competent Missouri PACIFIC representative can 
help plan every phase of your shipping operation . . . 
from your loading platform to final destination. He 
can give you expert advice and help in packaging and 
car loading. And when it comes to equipment, you'll 
find Mo-PAc’s growing fleet of fast diesels, hundreds 
of new freight cars of every type plus modern signals 
and communication systems, always ready to speed 
your shipment smoothly and dependably. So why not 
call in a Mo-PAc freight representative today and treat 
your product to this fast, convenient freight service! 
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rates was one which required continuous 
study and refinement. At the same time, 
it said, “it is our view that currently 
the ‘service’ rates shown in the board’s 
separation report are sound and may 
proverly be relied upon in the instant 
cases.” 
The board continued: 


“We anticipate that in the future de- 
velopment of service or compensatory 
rates, the close cooperation of the Board 
and the Department, which has existed 
in the past, will continue to the end that 
the most valid type of rate and rate 
formulas may be developed for self- 
sufficient carriers. Nor does the Board 
view the decision of the Postmaster Gen- 
eral not to object to the mail rates pro- 
posed for these carriers as an irrevocable 
determination with regard to what may 
be considered proper “service” rates at 
some later date. As studies are brought 
forward and as the pending number of 
mail rate cases is reduced even further by 
expedited finalization’ of rates, it is an- 
ticipated that refinements in service rate 
techniques will be made by the Board’s 
staff and in Board opinions. From this 
standpoint, the finalization of the rates 
for these three carriers is in itself a 
step towards the assurance that the rates 
shown in the separation report will re- 
ceive continuing study and refinement in 
the future. An additional consideration 
which should not be overlooked is that 
such action places in effect immediately 
decreased rates of mail compensation 
which, as indicated in the tentative 
statements, will reduce the mail pay 
burden on the government for Capital 
and C. & S. alone by a total of approxi- 
mately $1,000,000 per year. 


“In the light of the foregoing, it is ap- 
parent that without revision of any of 
the language in the three tentative state- 
ments the interest of the Postmaster 
General would be fully protected in the 
future. Nevertheless, in order to avoid 
any later unnecessary conflict or con- 
fusion, to the extent that the modifi- 
cations suggested in the tentative state- 
ments by the Department, pertaining to 
the discussion of estimated service mail 
pay and subsidy as well as the rate em- 
ployed to determine the minimum 
monthly mail payment, are deemed ap- 
propriate by the board, the suggested re- 
visions have been reflected in the tenta- 
tive statement for Continental Air Lines, 
Inc. (order serial No. E-5934) This state- 
ment was issued on December 11, 1951, 
subsequent to the lodging of the state- 
ment of position on behalf of the Post- 
master General in the three cases under 
discussion. Modifications similar to 
those in the Continental statement are 
to be deemed incorporated by reference 
into the tentative statements for C. & S. 
and Robinson. 


“Except to the extent modified herein 
by reference, so as to accord with the 
language in the tentative statement for 
Continental pertaining to thé separation 
report rates and identification of subsidy, 
the findings and conclusions in the three 
tentative statements are hereby re- 
affirmed and the mail rates proposed 
therein for the three carriers are final- 
ized in the orders to which this opinion 
is annexed. 


“Appropriate orders will be entered. 


“Ryan, Acting Chairman, Adams and 
Gurney, Members of the Board, concurred 
in the above opinion. Nyrop, Chairman, 
and Lee, Member, did not take part in 
the decision.” 


The attached orders fixed the final 
mail rates as follows: 

No. 5143, Capital Airlines, Inc., on and 
after October 1, over its entire system, 53 
cents a mail ton-mile. 

No. 5144, Chicago & Southern Air Lines, 
Inc. over its domestic routes, on and 
after October 1, a base rate of 27.50 cents 
a scheduled mile flown, in no month the 
amount of mail pay computed under the 
accompanying sliding scale to be less 
than an amount obtained by multiplying 
53 cents by the mail ton-miles carried in 
the month. 

No. 3507, Robinson Airlines Corpora- 
tion, over its entire system, $1,980,526 
for the period September 19, 1948, through 
June 30, 1951, for each calendar month 
on and after July 1, an effective rate of 
59.45 cents for designated mile flown, ac- 
cording to a formula in the order. 


C.A.B. Sets Mail Rates 


For Pacific Northern 


The Civil Aeronautics Board, by a 
show cause order in No. 2863, Pacific 
Northern Airlines, Inc., requires the 
carrier to indicate why the rates of mail 
pay over its intra-Alaska and US. 
Alaska routes set forth in the order 
should not become final. 

The board found that the provisional 
mail rates in effect “during prior years” 
had yielded the carrier a total mail com- 
pensation exceeding by about $350,000 
its reported break-even need for the past 
period January 1, 1943, to September 30, 
1951. 

It also found that the annual break- 
even need of Pacific Northern for the fu- 
ture period beginning October 1 was esti- 
mated to be about $635,000 and it was 
estimated that the currently effective 
temporary mail rates for the intra- 
Alaska operations would produce further 
annual mail compensation of about 
$500,000. 

In accordance with its policy of pre- 
cluding overpayments, the board said, 
it was in the public interest to deny a 
request of the carrier for increased an- 
nual temporary mail compensation, and 
to continue such compensation at its 
present level. 

It also said that, although currently 
effective temporary rates for Pacific 
Northern’s intra-Alaska operations, as 
well as those rates for other Alaskan 
carriers, set a higher base rate for the 
winter months, the board said it deemed 
it in the public interest to adhere to a 
single base rate for the entire annual 
period as it had in a recent order for 
the intra-Alaska operations of Alaska 
Airlines, Inc. 


The base rate for the period on and 
after October 1 was set at 47 cents a 
designated mile flown, in accordance 
with a mileage formula, over the car- 
rier’s intra-Alaska routes. 

For the U.S. Alaska operations, begun 
October 1, the board set a rate of 50 
cents an airplane mile applied to the 
monthly base mileage of 90,800 miles. 


Southern Airways Mail Pay 


The Civil Aeronautics Board has issued 
a show cause order in No. 3796, Southern 
Airways, Inc., requiring that carrier to 
indicate why compensation: of $1,253,385 
for the period January 1, 1951, through 
September 30, 1951, and a basic rate of 


TRAFFIC WORLD 


56 cents a scheduled mile on and after 
October 1, should not be made final as 
payment for transporting mail over its 
entire system. 

The board said that Southern’s cur- 
rent temporary rate of mail compensa- 
tion wes inadequate to prevent impair- 
ment of its cash working capital and to 
meet its break-even need, and that final 
rates of mail pay could not be estab- 
lished properly in time to provide the 
immediate relief required. 


COURT NEWS 
cc A ONO NARS 


MOTOR ACT PROSECUTIONS 


Digests o7 statements issued by the 
Secretary of the Commission concerning 
prosecutions, in federal courts, for vio- 
lations of motor carrier provisions of the 
interstate commeree act or of Commission 
— and regulations thereunder, appear 
below. , 


North Carolina middle district, at 
Greensboro. Otis Evans, of Stoneville, 
N.C., on December 3, was fined $800 fol- 
lowing entry of his plea of guilty to an 
information charging operation as a 
common carrier without a Commission 
certificate authorizing the operation; 
with failing to require drivers to keep 
drivers’ logs; and with failing to issue 
a freight or expense bill in connection 
with interstate shipments. The fine was 
imposed on the first two counts of a 
10-count information. Imposition of 
sentence on the remaining counts was 
deferred for an indefinite period. The 
fine was required to be paid. 

x x aa 


Georgia northern district, Rome divi- 
sion, at Rome. On November 30, fines 
totaling $200 were imposed on Ardell 
Ellis and Dewrall Ellis, of Cedartown, 
Ga., following entry of their respective 
pleas of nolo contendere to an informa- 
tion charging operation as a common 
carrier without a Commission certificate 
authorizing such operation. A fine of 
$100 was imposed on each defendant and 
was required to be paid. 

cd x * 


North Carolina middle district, at 
Greensboro. Hugh W. Hunter, of San- 
ford, N.C., on December 3, was fined $400 
following entry of his plea of guilty to 
an information charging operation as a 
common carrier without a Commission 
certificate authorizing such operation. 
The fine was required to be paid. 

K OK a 


Northern Mississippi district, Green- 
ville division, at Greenville. Ernest B. 
Lewy, of Greenville, was fined $460, No- 
vember 20, following his plea of nolo con- 
tendere to an information charging him 
with collecting and receiving compensa- 
tion for interstate transportation services 
greater than the rates specified in his 
tariffs; with failing to file on time 4 
quarterly report of revenues, expenses, 
and statistics; with failing to report 2¢- 
cidents within the time prescribed; and 
with requiring his drivers to remain on 
duty for excessive hours. The defendant 
was required to pay $220 of the fine, and 
execution of sentence on the remaining 
$240 was suspended and defendant was 
placed on probation for a period of two 
years. 

ue * * 


District of Maryland. at Baltimore. 
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Lettuce is forever in a hurry to get to market. So, like a lot of other perishables, 
it rides the NICKEL PLATE ROAD—for very good reasons. 


NICKEL PLATE freight trains boom along its main lines at speeds up to 60 
miles an hour. Smooth, straight roadbeds, mighty Berkshire locomotives 
and “steady going” make this speed practical. Frequent schedules and the 
availability of important markets plus prompt handling of reconsignments 

make the service flexible as well as fast. 

If you want fast freight service between East and West, think first of your 
NICKEL PLATE Traffic Representative. His personalized service will assure 
your shipments the speed and dependability the NICKEL PLATE offers. 
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Cerminal Cower Cleveland 1, Ohio 
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| COURT NEWS 


Tidewater Express Lines, Inc., of Balti- 
more, was fined $700, November 29, fol- 
lowing a trial before the court without 
a jury on an information charging it 
with violations of part II of the act and 
with violations of the regulations govern- 
ing the transportation of explosives and 
other dangerous articles. The defendant 
was charged with operating as a common 
carrier of dangerous explosives without 
a certificate authorizing transportation 
of such commodity; with transporting 
dangerous explosives without marking or 
placarding motor vehicles in the pre- 
scribed manner; with transporting pro- 
hibited loading combinations of explo- 
sives and other dangerous articles; and 
with transporting dangerous explosives 
without protecting them against damage 
from other lading on the same vehicle. 
= fine and costs were required to be 
paid. 


* * * 


Western New York district, at Buffalo. 
Martin Transit Service, Inc., of Buffalo, 
was fined $750, November 26, following 
its plea of nolo contendere to an infor- 
mation charging it with operating as a 
common carrier of property for compen- 
sation without a certificate authorizing 
the described operations. The fine was 
required to be paid. 


* * * 


Virginia eastern district, at Norfolk. 
On November 16, payment of a forfeiture 
to the United States in the sum of $750 
was required of Turner’s Express, Inc., of 
Norfolk, pursuant to an agreement be- 
tween the defendant and the United 


States Attorney for the Virginia eastern 
district, in a civil action charging the 
defendant with violation of section 


222(h) of the act. The defendant, a 
Class I common carrier of property, was 
charged with failing to file with the 
Commission its annual report for 1950 
within the time specified by the Com- 
mission. 

* * a 


Massachusetts district, at Boston. 
Fines totaling $4,000 were imposed on 
Francis Russell Truck Co., Inc., Atlas 
Distributing Corp., Consolidated Liquor 
Corporation, and Miscoe Spring Water 
Co., corporations, all of Worcester, Mass., 
on December 4, following entry of pleas 
of guilty by Francis Russell Truck Co., 
Inc., Consolidated Liquor Corporation, 
and Miscoe Spring Water Co., and of 
nolo contendere by Atlas Distributing 
Corp., to separate informations charg- 
ing each with violations. The defend- 
ant Francis Russell Truck Co., Inc., was 
fined $1,500; the defendants Consolidated 
Liquor Corporation and Miscoe Spring 
Water Co., were fined $1,000 each; and 
Atlas Distributing Corp. was fined $500. 
All fines were required to be paid. Francis 
Russell Truck Co., Inc., was charged 
with operating as a common carrier of 
property for compensation without a 
Commission certificate authorizing the 
particular operations, and with offering, 
granting, and giving rate concessions to 
shippers. Atlas Distributing Corp., a 
shipper, was charged with aiding and 
abetting Francis Russell Truck Co., Inc., 
in the described unauthorized operations. 
Consolidated Liquor Corporation and 
Miscoe Spring Water Co., shippers, were 
charged with soliciting, accepting, and 
receiving rate concessions from Francis 
Russell Truck Co., Inc. 


Texas eastern district, Sherman divi- 
sion, at Sherman. On December 3, 
Texas-Great Lakes Motor Freight, Den- 
ton, Tex., was fined $750 following entry 
of its plea of guilty to an information 
charging operation as a common carrier 
of property without a Commission cer- 
tificate authorizing the described opera- 
tions with permitting drivers to operate 
vehicles for excessive hours, with failing 
to report instances in which drivers oper- 
ated vehicles for excessive hours, and 
with failing to report a fatal accident. 
The fine was required to be paid. 


* ca * 


Tennessee middle district, Columbia 
division, at Columbia. Fines totaling 
$1,250 were imposed; December 5, on 
Clarence H. Murphy, dba Mt. Pleasant 
Transfer Co., Mount Pleasant, Tenn., and 
Industrial Products Co., a partnership 
composed of Hampton Lackey, Mrs. 
Frances Lackey, and Guy O. Travis, of 
Nashville, Tenn., following entry of their 
respective pleas of nolo contendere to 
certain counts of a criminal information 
charging violations. Murphy was fined 
$750 and Industrial Products Co., $500. 
The fines were required to be paid. Mur- 
phy was charged with transporting prop- 
erty as a common carrier without a cer- 
tificate authorizing operations, with fail- 
ing to require drivers to keep drivers’ logs, 
and with failing to have in his files doc- 
tors’ certificates of physical examination 
for his drivers. Industrial Products Co. 
was charged with aiding and abetting 
Murphy in his unauthorized operations. 


ba * * 


Maryland district, at Baltimore. On 
December 6, fines totaling $2,100 were 
imposed on Sanders Motor Freight, Inc., 
Oakland, Md., and Roger A. Etzler, Fred- 
erick, Md., following entry of their sep- 
arate pleas of guilty to an information 
charging violations. Each . defendant 
was fined $1,050. The fines and costs 
were required to be paid. Sanders Motor 
Freight, Inc., a common carrier of prop- 
erty, was charged with fraudulently seek- 
ing to evade and defeat regulation by 
issuing false and fictitious freight bills 
and by issuing false and fictitious leases 
of its equipment to the Maryland Trans- 
portation Co., of Frederick, Md., another 
common carrier. Roger A. Etzler, for- 
merly terminal manager for the Mary- 
land Transportation Co. was charged 
with aiding and abetting Sanders Motor 
Freight, Inc. in the commission of such 
offenses. 


* * * 


Oklahoma eastern district, at Musko- 
gee. Mid-Continent Freight Lines, Inc., 
Oklahoma City, Okla., on December 5, 
was fined $1,500 following entry of its 
plea of guilty to an information charging 
it with operating as a common carrier 
of property without a Commission cer- 
tificate authorizing the described opera- 
tions. In certain of the counts the de- 
fendant was charged with engaging in 
such operations as subsequent offenses. 
The fine was required to be paid. 


* * * 


New York northern district, at Syra- 
cuse. On December 7, payment of a 
forfeiture to the United States in the 
sum of $750 and costs was required of 
Dorn’s Transportation, Inc., Albany, N.Y., 
pursuant to an agreement between the 
defendant and the U.S. Attorney for the 
New York northern district, in a civil 
action charging the defendant, a Class I 
common carrier of property, with failing 
to file with the Commission its annual 
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report for 1950 within the time prescrieq 


‘by the Commission. 


+ * ~ 

Illinois northern district, eastern di- 
vision, at Chicago. On December 11], a 
consent judgment was entered against 
Central Wisconsin Motor Transport Co, 
Chicago, in the sum of $712 and costs, as 
a forfeiture, in a civil action charging 
the defendant, a Class I common car- 
rier of property, with failing to file with 
the Commission certain quarterly ac- 
counting reports within the times pre- 
scribed by the Commission. 


* * * 


Illinois northern district, eastern di- 
vision, at Chicago. Greyvan Lines,. Inc, 
Chicago, on December 14, was fined 
$5,000 following entry of its plea of 
guilty to an information charging the 
defendant, a common carrier of prop- 
erty, with filing false monthly hours of 
service reports, with failing to file ac- 
cident reports within the required time, 
and with failing to require certain driv- 
ers to keep driver’s logs in the form and 
manner prescribed by the Commission. 
The fine and costs were required to be 
paid. 

» + = 

Ohio northern district, eastern division, 
at Cleveland. Wayne McArdle, one of the 
partners operating the motor carrier 
Mack Bros., and Mack Brothers Moving 
and Trucking, of Berea, O., on December 
14, was fined $600, together with costs, 
following entry of his plea of nolo 
contendere to an information charging 
the defendant with operating as a com- 
mon carrier of property without a cer- 
tificate authorizing the described opera- 
tions, with failing to have doctor’s cer- 
tificates of physical examination for 
drivers, with failing to require drivers to 
keep drivers’ logs, with failing to file 
monthly hours of service reports, and 
with permitting drivers to operate ve- 
hicles for excessive daily hours. The fine 
and costs were paid. 


* * * 


Ohio northern district, eastern division, 
at Cleveland. The Direct Transportation 
Co., of Cleveland, on December 14, was 
fined $1,000, together with costs, following 
entry of its plea of guilty to an infor- 
mation charging it with granting credit 
to shippers for periods in excess of those 
permitted by the Commisison’s credit 
regulations, with failing to show required 
information on freight bills, with failing 
to have doctor’s certificates of physical 
examination for its drivers, with failing 
to require its drivers to keep logs and to 
prepare them in the prescribed manner, 
with failing to identify a vehicle in the 
prescribed manner, with failing to report 
accidents, and with failing to maintain 
its tariffs in a complete and accessible 
form. The fine and costs were paid. 


- * 


Ohio northern district, eastern divi- 
sion, at Cleveland. The Service Trans 
port Co., of Cleveland, on December 14, 
was fined $250, together with costs, fol 
lowing entry of its plea of nolo con- 
tendere to an information charging it 
with granting credit to shippers for pe 
riods in excess of that permitted by the 
Commission’s credit regulations. Th¢ 
fine and costs were paid. 


* * * 


Ohio northern district, eastern div 
sion, at Cleveland. On December 14 
McCullough Transfer Co., Cleveland, Wa 
fined $1,800, together with costs, ‘ollo¥- 
ing entry of its plea of nolo contender 
to two informations charging it with 
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operating as a common carrier of prop- 
erty without a certificate, with permitting 
its drivers to operate vehicles for ex- 
cessive daily hours, and with failing to 
require its drivers to keep drivers’ logs. 
The fine and costs were paid. 


MISCELLANEOUS DECISIONS 
Regulation of Common Carriers 


Cases Recently Decided by 


State and Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter Systems published by West 
Publishing Company, St. Paul, Minn. Copy- 
right, 1947, by West Publishing Company. 


Supreme Court of Texas 

Orders of railroad commission granting 
specialized motor carrier’s certificates 
and providing for division and sale of 
such certificates without setting out full 
and complete findings of fact pointing 
out inadequacies of service furnished by 
existing carriers, were not subject to col- 
lateral attack, even though the orders 
themselves were sufficient proof of their 
own defectiveness, but could be set aside 
only through direct proceeding under 
statute providing for review of decisions 
of Commission of District Court. Ver- 
non’s Ann. Civ. St. art. 911b, Secs. 5a(d), 
20. 

Where judgment of Court of Civil Ap- 
peals was in conflict with decisions of 
Supreme Court, applications for writs of 
error presented proper situation in ex- 
ercise of prerogative under rules of civil 
procedure to reverse and remand upon 
bare applications. Rules’ of Civil Proce- 
dure, rule 483. (Railroad Commission of 
Texas v. Roberdeau, 242 S. W. 2d 881). 


= * * 


United States District Court, W.D. Mis- 
’ souri, W.D. ‘ 


On disposition by Interstate Commerce 
Commission of delayed or belated peti- 
tion to review hearing of application of 
motor carrier for certificate of public 
convenience and necessity, an action for 
review of the Commission’s order lies. 
Interstate Commerce Act, Sec. 17(9), 49 
U\S.C.A. 17(9). 

There is no limitation on time when 
a petition for reconsideration may be 
filed by leave of the Interstate Com- 
merce Commission to review hearing on 
application by motor carrier for certifi- 
cate of public convenience and necessity. 
Interstate Commerce Act, Sec. 17(9), 49 
U.S.C.A. Sec. 17(9). 

No action of the Interstate Commerce 
Commission on any matter of denial .of 
relief on petition for reconsideration of 
hearing on application of motor carriér 
for certificate of convenience and neces- 
sity ever becomes final, and may always 
be subject to review by court in event 
Commission grants leave to file a peti- 
tion for reconsideration and. thereafter 
overrules it for any cause. Interstate 
Commerce Act, Sec. 17(9), 49 U.S.C.A. 
Sec. 17(9). 

Mere fact that court may have juris- 
diction of action by motor carrier against 
the Interstate Commerce Commission by 
reason of the Commission’s action in 
overruling a petition for reconsideration 
of proceedings by motor carrier for cer- 
tificate of convenience and neceszity does 
not necessarily mean that court 1s com- 
pelled to review the proceedings and the 
evidence, and is precluded from deter- 
mining that motor carrier has faiied to 
exhaust its administrative remedies. In- 
terstate Commerce Act, Sec. 17(9), 49 
U.S.C.A. Sec. 17(9). t 
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If there was any discrepancy between 
order of the Interstate Commerce Com- 
mission and certificate of public con- 
venience and necessity granted to motor 
carrier pursuant to such order, Commis- 
sion’s attention should have been specif- 
ically and definitely called to that dis- 
crepancy in petition for reconsideration 
of motor carrier. Interstate Commerce 
Act, Sec. 17(9), 49 U.S.C.A. Sec. 17(9). 

Where letter written by motor carrier 
to Interstate Commerce Commission 
merely recited in general language that 
a difference existed between Commis- 
sion’s order and certificate of public 
convenience and necessity granted to 
motor carrier pursuant to such order, 
motor carrier failed in duty to call 
Commission’s attention specifically and 
definitely to discrepancy. Interstate 
Commerce Act, Sec. 17(9), 49 US.C.A. 
Sec. 17(9). 

Interstate Commerce Commission on 
petition for reconsideration had au- 
thority to correct its errors, if any, in 
proceedings by motor carrier for cer- 
tificates of convenience and necessity, 
and court could not say whether there 
were errors until Commission has passed 
on the question. Interstate Commerce 
Act, Sec. 17(9), 49 U.S.C.A. Sec. 17(9). 

Where Interstate Commerce Commis- 
sion overruled without opinion or com- 
ment motor carrier’s petition for re- 
consideration, which did not specifically 
call to attention of the Commission al- 
leged discrepancy between Commission’s 
order and certificate of convenience and 
necessity, court could not determine 
whether Commission’s action was sus- 
tained by substantial evidence or was 
arbitrary or capricious, and question 
was therefore not yet ripe for judicial 
review. Interstate Commerce Act, Sec. 
17(9), 29 U.S.C.A. Sec. 17(9). 

Evidence established that motor car- 
rier had sufficiently its administratives 
remedies before the Interstate Com- 
merce Commission with respect to 
claimed grandfather rights under the 
Motor Carrier Act, so as to entitle motor 
carrier to judicial review. Interstate 
Commerce Act, Sec. 206(a), 49 U.S.C.A. 
Sec. 306(a). 

The acquiescence by motor carrier in 
findings and order of Interstate Com- 
mission with respect to certificates of 
convenience and necessity for a period 
of five years before seeking to have a 
reconsideration of the facts on which 
the findings were based did not con- 
stitute laches and did not estop motor 
carrier to complain. Interstate Com- 
merce Act, Sec. 17(9), 49 U.S.C.A. Sec. 
17(9). 

Evidence sustained finding of Inter- 
state Commerce Commission that motor 
carrier acquired no grandfather rights 
under the Motor Carrier Act as result 
of type of service conducted by mo- 
tor carrier over disputed routes. Inter- 
state Commerce Act, Sec. 206(a), 49 
U.S.C.A. Sec. 306(a). 

Three-judge federal court does not 
make findings of fact, but merely de- 
termines whether findings of Interstate 
Commerce Commission in application for 
motor carrier for certificate of public 
convenience and necessity are supported 
by substantial evidence. 

Unless a request is made to the Inter- 
state Commerce Commission by motor 
carrier for specific findings as to pal- 


ticular issues or evidence in application 


for certificate of public convenience an 
necessity, a basic or essential finding, 
if supported by the evidence, is suffi- 
cient to uphold the order of the Com- 
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mission. Interstate Commerce Act, 
Secs. 205(g), 206(a), 49 US.C.A. Secs. 
205(g), 206(a); 28 U.S.C.A. Secs. 1398, 
2321 to 2325. 


Court would take judicial notice that 
industrial and business development out- 
side many large cities has grown to tre- 
mendous proportions, and that it is likely 
that such industrial and commercial 
growth will continue to expand far be- 
yond municipal limits of such cities. 


The Interstate Commerce Commission 
cannot act capriciously or arbitrarily in 
arriving at its conclusion in application 
by motor carrier for certificate of con- 
venience and necessity. 

Interstate Commerce Commission did 
not act capriciously or arbitrarily in con- 
cluding that “commercial zone” of city 
in which motor carrier is authorized to 
act under certificate of convenience and 
necessity does not include municipal or 
unincorporated towns contiguous or ad- 
jacent to base municipality. (Riss & Co. 
v. United States, 100 F. Supp. 468). 


United States District Court, E. D. Mis- 
souri, E. D. 


Orders of the Interstate Commerce 
Commission are reviewable in the Dis- 
trict Court. 

District Court’s scope of review of 
orders of the Interstate Commerce Com- 
mission is limited to questions affecting 
constitutional power, statutory authority 
and basic prerequisites of proof. 

Administrative Procedure Act applies 
both to administrative proceedings deal- 
ing with personal rights and with those 
dealing with property rights, and each 
kind of proceeding must conform to 
requirements of the act. Administrative 
Procedure Act, Sec. 1 et seq., 5 U.S.C.A. 
Sec. 1001 et seq. 

Whether amendments to pleadings 
should be allowed is largely within dis- 
cretion of the court. 

Where action was brought to annul 
and enjoin an order of the Interstate 
Commerce Commission granting a com- 
mon carrier by motor vehicle additional 
operating authority, and plaintiff sought 
to file an amended petition raising issue 
that examiner who had heard the mat- 
ter for the Commission had not at that 
time been appointed an examiner pur- 
suant to the Administrative Procedure 
Act, and proof was introduced to that 
effect, the amendment was permitted 
to avoid confusion and in the interest 
of justice and the order set aside as 
void, and the case was remanded to the 
Commission fur appropriate action. Ad- 
ministrative Procedure Act Secs. 1 et seq., 
11, 5 U.S.C.A. Secs. 1001 et seq., 1010; 28 
U.S.C.A. Secs. 2284, 2325. (L. A. Tucker 
Truck Lines v. United States, 100 F. 
Supp. 432). 


Supreme Court of Florida, Division A 


Where manufacturer of venetian blinds 
of varying sizes on special order had 
been compelled to specially crate each 
unit for shipment on carrier holding 
certificate, and cost of such crating was 
prohibitive, granting to cookie company 
which has truck with racks suitable for 
carriage without crating on return trip 
9) base after distribution of cookies of 
certificate to operate as private contract 
carrier would have been proper and in 
accord with public convenience and 
necessity. F. S. A. Sec. 323.04(3). 

Contract whereby cookie company was 
‘9 Carry venetian blinds for manufac- 
‘urer on return trip after distribution of 
cookies was private contract for carriage 
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within statute providing that certificate 
to operate as private contract carrier in 
territory or on line served by certificate 
holder shall be granted by commission 
only when existing certificate holder or 
holder serving territory fails to provide 
service which may reasonably be required 
by commission. F. S. A. Sec. 323.04(3). 
(Jack’s Cookie Co. v. Florida Railroad & 
Pub. Util. Com., 54 So. 2d 695). 


* * * 


Supreme Judicial! Court of Maine 


A “common carrier” is one who holds 
himself out as engaged in public service 
of carrying goods for hire, to limit of 
his capacity, and agreeing to take any- 
body’s freight. 

A common carrier is insurer of goods 
in his custody and liable for loss thereof 
or damage thereto, unless he shows that 
loss or damage was due to act of God 
or public enemy, shipper’s fault, or in- 
herent nature of goods. 

A “contract carrier”, sometimes called 
“private carrier’, makes individual con- 
tracts for carriage of certain goods to 
certain destinations for certain prices 
and may refuse to take goods and con- 
tract for carriage thereof. 

A contract with private carrier may be 
in writing, oral, or implied from all cir- 
cumstances, and may be for one carriage 
of freight or series of such carriages, 
but each act of transportation is separate 
and individual act and not for public 
convenience and necessity but a private 
transaction. 

A contract carrier does not hold him- 
self out to accept all freight offered, but 
makes individual contracts with shippers 
and is liable only for negligence under 
contracts made. 

What constitutes common carrier or 
contract carrier is law question, but 
whether carrier is acting as common 
carrier or as contract carrier is fact 
question to be determined by Public Util- 
ities Commission in proceedings for order 
to cease and desist from engaging in 
business as a common carrier over regu- 
lar routes between points within state. 
RS. 1944, c. 40, Sec. 59; c. 44, Secs. 18, 
21, 25. 

A carrier’s refusal of occasional ship- 
ment does not make him a contract car- 
rier, but is only evidence of such fact. 

Generally, a carrier cannot be a com- 
mon carrier of intrastate freight and a 
contract carrier at the same time. 

In Public Utilities Commission’s pro- 
ceeding to require motor transport cor- 
poration, holding Interstate Commerce 
Commission certificate of public conven- 
ience and necessity to engage in trans- 
portation in interstate and foreign 
commerce as common carrier by motor 
vehicles over described routes and con- 
tract carrier permit granted by Public 
Utilities Commission, evidence justified 
Commission’s finding that corporation 
was operating over regular routes as 
common carrier in its intrastate business, 
so as to authorize Commission’s order 
requiring corporation to cease and desist 
from such operation without having ob- 
tained certificate of public necessity and 
convenience therefor from Commission. 
R. S. 1944, c. 40, Sec. 59; c. 44, Secs. 17-30, 
18, 21, 28, and Sec. 21, Subd. 3. (Public 
Utilities Com’n v. Johnson Motor Trans- 
port, 84 A. 2d 142.) 


* * * 


United States District Court, W. D. Penn- 
sylvania 


When drivers are supplied by owners 
of commercial motor vehicle equipment 
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the presumption is that the owner dom- 
inates the operation. 

Motor carrier operations must be con-~ 
ducted in good faith without a shadow of 
subterfuge or attempted evasion of the 
letter or obligation of Interstate Com- 
merce Act. Interstate Commerce Aci, 
Sec. 201 et seq., 49 U.S.C.A. Sec. 301 et 
seq. 

The Interstate Commerce Act is highly 
remedial and should be liberally con- 
strued to carry out its expressed policy 
and purpose of securing uniformity in 
rates for the interstate transportation 
of property on public highways for hire 
without unfair or destructive competi- 
tive practices. Interstate Commerce 
Act, Sec. 201 et seq., 49 U.S.C.A. Sec. 
301 et seq.; Act Sept. 18, 1940, Sec. 1, 
49 U.S.C.A. note preceding Sec. 301. 

The terms of the Interstate Commerce 
Act are sufficiently comprehensive to 
include all of those who, no matter what 
form they use, are in substance en- 
gaged in the business of interstate trans- 
portation of property on public high- 
ways for hire. Interstate Commerce 
Act, Sec. 201 et seq., 49 U.S.C.A. Sec. 301 
et seq. 

Evidence established that defendant 
owner of motor vehicle equipment who 
entered into agreement whereunder de- 
fendant agreed to furnish corporation 
with motor vehicles equipment for use 
in interstate transportation of goods of 
corporation dominated performance of 
transportation services and that defend- 
ant’s services, in addition to supplying 
vehicles, were those of a contract carrier 
in transporting property in interstate 
commerce for compensation, so as to re- 
quire defendant to obtain certificate or 
permit from Interstate Commerce Com- 
mission authorizing such services. In- 
terstate Commerce Act, Secs. 201 et seq., 
209, 49 US.C.A. Secs. 301 et seq., 309 
(Interstate Commerce Commission v. 
Gannoe, .100 F.Supp. 790.) 


LOSS AND DAMAGE DECISIONS 


Traffic Cases Recently Decided by State and 


Federal Courts 
Digests taken from Reporters and Digests of 


National Reporter System, published by West 
Publishing Company, St. Paul, Minn. Copy- 
right, 1947, by West Publishing Company. 





Loss of or Injury to Goods 


United States District Court, W. D. Mis- 
souri, W. D. 


In Interstate Commerce Act section 
providing for notice and filing of claim 
and limiting carrier’s liability and uni- 
form livestock contracts requiring that 
action be instituted within two years and 
one day after giving of notice by carrier 
that claim has been “disallowed,” quoted 
word is not used as term of art, and 
proper interpretation to be given thereto 
is that regardless of form by which no- 
tice is given, so long as it is in writing, 
of carrier makes known to claimant that 
claim made against it has been disal- 
lowed, then claimant may be said to have 
given adequate notice of disallowance of 
claim so as to start running of period of 
limitation thereby set up. Interstate 
Commerce Act, Sec. 20(11), 49 U. S.C. A 
Sec. 20(11). 


For purposes of statute limiting time 
within which action must be brought 
after disallowance of claim by carrier, it 
is not necessary for carrier to state in 
so many words, or in language of con- 
tract applicable to shipment, that claim 
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is disallowed either in whole or in part, 
but it is sfficient if carrier uses such 
terms as convey to claimant information 
that the claim is disallowed. Interstate 
Commerce Act, Sec. 20(11), 49 U.S.C.A. 
Sec. 20(11). 

A denial by carrier of “loss” in whole 
or in part is tantamount to denial of 
claim as made, and therefore where car- 
rier stated in letter to claimant that part 
of claim could be paid but that balance 
of “loss” was being respectfully disal- 
lowed, letter was to all intents and pur- 
poses a disallowance of claim sufficient 
to begin running of limitation against 
action based on such claim. Interstate 
Commerce Act, Secs. 1, 3 et seq., 20(11), 
49 U.S.C.A. Secs. 1, 3 et seq., 20(11). 

Where carrier notified claimant that 
claim had been disallowed, running of 
limitation against claim was not tolled 
by subsequent negotiations between 
claimant’s counsel and carrier looking to 
compromise of claim. Interstate Com- 
merce Act, Sec. 20(11), 49 U.S.C.A. Sec 
20(11). 

Where it was apparent from pleadings 
on file, stipulations made, and exhibits 
agreed to at pre-trial conference, that no 
genuine issue of fact could possibly re- 
main in issue between parties as to time 
of commencement of running of period 
of limitation within which action should 
have been commenced, and it further 
appeared that such period had expired, 
it was proper that summary judgment 
should be entered dismissing complaint. 
(Burns v. Chicago M. St. P. & P. R. Co., 
100 F.Supp. 405). 


United States District Court, D. New 
Jersey 


A carrier is not an insurer of goods 
transported. 

At common law, carrier had duty to 
transport and deliver safely against all 
contingencies except an act of God, the 
public enemy, or the act or default of 
the shipper. 

In action against railroad by con- 
signee to recover for damage to grinders 
in transit, railroad had burden of prov- 
ing its contention that the grinders were 
improperly loaded by the shipper and 
that damage was occasioned solely by 
such default. 

Where “shipper’s load and count” ap- 
pears on bill of lading, and,.in fact, the 
goods shipped were improperly loaded, 
shipper, rather than carrier, is liable for 
damage to the goods in transit. Bills of 
Lading Act, Sec. 21, 49 U.S.C.A. Sec. 101. 

The mere omission of the words 
“shipper’s weight, load, and count” from 
bill of lading does not, in and of itself, 
make the carrier liable for damage to 
goods improperly loaded, and the omis- 
sion of such statutory words merely 
serves to shift on the carrier the burden 
of proving that the goods were improp- 
erly loaded by the shipper and that 
damage ensued from that cause. Bills of 
Lading Act, Sec. 21, 49 U.S.C.A. Sec. 101. 


The fact that carrier accepted goods 
which were damaged in transit, did not 
preclude carrier from interposing de- 
fense of improper loading. Bills of Lad- 
ing Act, Sec. 21, 49 U.S.C.A. Sec. 101. 


in action against railroad by consignee 
for damage to grinders in transit, where- 
in railroad interposed the defense that 
grinders were improperly loaded, method 
of loading pamphlets of Association of 
American Railroads, dealing with proper 
method of loading, and Consolidated 
Freight Classification filed with Inter- 
State Commerce Commission and in ef- 
fect on date in question, were .admissible 


as evidence of proper loading procedure. 
Bills of Lading Act, Sec. 21, 49 U.S.C.A. 
Sec. 101. 

In action against railroad by con- 
signees for damage to grinders in transit, 
contention of consignee that damage was 
caused by rough handling was refuted 
by introduction of evidence that during 
course of the shipment nothing occurred 
which would likely cause damage. Bills 
of Lading Act, Sec. 21, 49 US.C.A. 
Sec. 101. 

Carrier could not be held liable for 
damage to goods in transit because of 
the act of the shipper in loading the 
railroad car improperly. 


A Carrier is liable for damage to goods 
in transit as result of improper loading 
by shipper, if the defect is patent. 


If defect in loading of goods by shipper, 
is not apparent to. ordinary observation 
of carrier, then carrier is not liable for 
damage to the goods in transit because 
of improper loading. Bills of Lading Act, 
Sec. 21, 49 U.S.C.A. Sec. 101. 

Where railroad made no inspection of 
railroad car which was improperly loaded 
by shipper, and the car was sealed by 
the shipper, railroad was not liable to 
consignee for damage to goods because 
of improper loading. Bills of Lading Act, 
Sec. 21, 49 U.S.C.A. Sec. 101. (Modern 
Tool Corp. v. Pennsylvania R. Co., 100 
F. Supp. 595). 


o a * 


United States Court of Appeals, Seventh 
Circuit 


Where bill of lading on personalty 
shipped from Indiana to Texas to be 
loaded onto vessel for France recited 
that carrier’s liability should be that of 
warehouseman only for loss, damage, or 
delay caused by fire occurring after ex- 
piration of free time allowed by tariffs, 
and tariff provided that free time allowed 
on cars before demurrage would be 
charged consisted of 4 days of 24 hours 
each, and on or before April 4 agent of 
consignee was notified of arrival of all 
shipments, and on April 10, 64 of the 66 
carloads of personalty had been un- 
loaded to storage pile pursuant to di- 
rections of consignee, and on April 14 
agent of consignee directed that cars 
should be switched to a certain pier for 
unloading on vessel which had docked 
on April 11, and railroad proceeded to 
comply and reloaded 11 of the carloads 
from storage pile onto new cars for de- 
livery to shipside and switched one of 
the two cars which had not been un- 
loaded to shipside, and on April 16 and 
17 the personalty was damaged as result 
of explosion and fire, initial carriers were 
not liable as insurers for damage to the 
personalty. Interstate Commerce Act, 
Sec. 20(11), 49 U.S.C.A. Sec. 20(11). 


Tender of delivery by carrier, if re- 
fused by consignee, terminates carrier’s 
responsibility as insurer. 

Agreement between carrier and ship- 
per for limitation of responsibility of 
carrier after goods shipped reach desti- 
nation is reasonable and is neither 
against public policy nor provisions of 
Carmack Amendment to the Interstate 
Commerce Act. Interstate Commerce 
Act, Sec. 20(11), 49 U.S.C.A. Sec. 20(11). 


When goods have arrived at their des- 
tination, and at request and for con- 
venience of consignee are allowed to re- 
main in custody of carrier, carrier’s lia- 
bility as an insurer of the goods there- 
upon ceases and becomes thereafter ordi- 
narily that of a warehouseman or a 
depositary. (General American Tr. Corp. 
v. Indiana Belt R. Co., 191 F.2d 865). 
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SHIPPING DECISIONS 
Cases Recently Decided by State and 
Federal Courts 


Digests taken from Reporters and Digests of 


National Reporter System, published by West 
Ao ompany, St. Paul, Minn. Copy- 
right, 1947, by West Publishing Company. 


United States District Court, E.D. Penn- 
sylvania 

In action for water damage to cargo 
of goatskins, evidence established that 
the damage occurred while goatskins 
— within the care and custody of car- 
rier. 

The laxity of those whose responsi- 
bility it is to examine on ship’s behalf 
the cargo received does not create an 
inference that goods were damaged when 
received aboard ship and is not sufficient 
to relieve vessel of its receipt. Carriage 
of Goods by Sea Act, Sec. 3(3)(c), 46 
U.S.C.A. Sec. 1303(3)(c). 

Where evidence in action for damage 
to cargo of goatskins established that 
the damage occurred while goatskins 
were within the care and custody of car- 
rier, carrier had the burden of proving 
that neither the actual fault or privity 
of carrier nor the fault or neglect of 
agents or servants of carrier contributed 
to the loss or damage. Carriage of Goods 
by Sea Act, Sec. 4(2) (q), 46 U.S.C.A. Sec. 
1304(2) (q). 

In action for water damage to cargo 





TRAFFIC WORLD 


of goatskins which the evidence showed 
occurred while goatskins were within the 
care and custody of carrier, evidence 
as to care and handling of cargo by 
carrier was insufficient to exonerate it 
from liability under Carriage of Goods 
by Sea Act, in view of the nature of 
the damage to goatskins. Carriage of 
Goods by Sea Act, Sec. 4(2)(q), 46 
U.S.C.A., Sec. 1304(2)(q). 

Carrier was liable for water damage 
to cargo of goatskins, where bill of lading 
acknowledged receipt of goatskins in ap- 
parent good order and condition, evi- 
dence established that the damage oc- 
curred while goatskins were within care 
and custody of carrier and carrier failed 
to exonerate itself from liability under 
Carriage of Goods by Sea Act by show- 
ing that neither actual fault or privity 
or fault or neglect of agents or servants 
of carrier contributed to the loss or 
damage. Carriage of Goods by Sea Act, 
Secs. 3(3)(c), 4(2)(q), 46 US.C.A., Secs. 
1303 (3)(c), 1304(2) (q). 

The proper measure of damages for 
water damage to part of cargo of goat- 
skins .amounting to one-third of the 
value of damaged bales was one third 
of the total invoice price of damaged 
bales, where, though libellant was a 
processor of raw skins, the amount of 
profit lost by libellant on its finished 
product by reason of such damage was 
unascertainable. (McNeely & Price Co. 
v. Ellerman & Bucknall S.S. Co., 100 
F.Supp 339.) 


TRANSPORTATION 
LEGISLATION 





Series of Bills Amending 
Interstate Commerce Act to 
Be Introduced by Johnson 


The results of the long investiga- 
tion of land and water transportation 
by a subcommittee of the Senate in- 
terstate and foreign commerce com- 
mittee will be embodied in 19 bills 
which will be introduced by Senator 
Johnson, of Colorado, chairman of 
the committee and the sub-commit- 
tee, probably early in the new session 
of Congress. The subcommittee hear- 
ings were concluded July 28, 1951 
(T.W., Aug. 5, p. 43). 


The amendments would be sponsored 
by Senator Johnson, either as his own 
recommendation or on a “by request” 
basis, said E. R. Jelsma, staff director of 
the subcommittee. 

He said the amendments would in- 
clude modifications of the voting partici- 
pation provisions of the so-called “Ma- 
haffie act,” section 20b of the act. That 
section permits the alteration of out- 
standing rail securities to avoid bank- 
ruptcy if a prescribed percentage of the 
securities are voted in favor of the al- 
teration. 

Another bill, Mr. Jelsma said, would 
give the Commission authority to set 
freight car per diem rates in times of 
emergency. 


Still another amendment, he said, 
would direct the Commission to take 
into consideration all existing transpor- 
tation facilities before granting new 
rights. That amendment, he said, would 
affect all provisions of the act involving 
public convenience and necessity. Under 
it, the Commission would be required, 
before granting further transportation 
rights, to give consideration to all types 
of transportation service available in- 
stead of considering, as in the case of an 
application for additional motor carrier 
rights, only existing trucking services, 
Mr, Jelsma explained. 


Bills to Be Introduced 


Mr. Jelsma said that a summary of 
the bills would be available as they were 
introduced. Most of the bills have been 
ready for some time, he said, and that 
finishing touches were being given to a 
few of the remaining measures. Among 
the bills to be introduced, he said, would 
be: 

An amendment that would authorize 
the Commission to revoke or suspend 
certificates of motor carriers with re- 
peated convictions of violations of the 
Commission’s safety regulations, and an- 
other that would widen the Commis- 
sion’s power to give aid in enforcing 
state size and weight regulations. 


One bill would authorize the Public 
Roads Administration to determine, by 
a study, the share of highway construc- 
tion and maintenance costs paid by 
each type of vehicle owner. 

Another measure would direct the 
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They’re all needed to keep steel production up 


...'TO AID DEFENSE 


Every pound of unused iron and 
steel you have is needed to help steel 
mills and foundries keep production 
up to rising capacity. 


Scrap inventories are alarmingly 
low. Mills that normally maintain in- 
ventories of several months, are now 
down to a day-to-day basis. Shut- 
downs are threatened. 


One way we can maintain desired 
level of both military and civilian pro- 
duction is for you to dig up and turn in 
your iron and steel scrap now. 

Get in touch with your local scrap 
dealer and write for the free booklet, 
“Top Management: Your Program 
for Emergency Scrap Recovery” to 
Advertising Council, 25 W. 45th St., 
New York 19, N. Y. 


NON-FERROUS SCRAP IS NEEDED, TOO! 
This advertisement is a contribution, in the national interest, by 
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“Delay-saving T. P. & W. 
service always give-um 


their wampum’s worth!” 


We nnad thls belt. Cachs oat and weit” 
TOLEDO, PEORIA & 


WESTERN RAILROAD . 


' More New POWER 
for the M. & ST. L, 


or Fast Freight Service. 

of them are on order for 

growing Diesel fleet of this 
ve Midwest Railroad. 


olis & St. Louis. 








Commission to charge annual fees to 
holders of operating rights, probably 
without specifying the level of the fees. 


‘Directly affecting motor carriers would 
be a proposed amendment of the act 
redefining and clarifying the duties and 
obligations of regular and irregular com- 
mon carriers, contract carriers, and pri- 
vate carriers. The purpose, Mr. Jelsma 
said, was to prevent carriers from op- 
erating under the rights they held in 
such a way as to encroach on the proper 
activities of other types of carriers. 
There would also be a measure which 
would make clear the type of agricul- 
tural “exempt” commodities which mo- 
tor carriers might transport without be- 
ing subject to regulation other than in 
connection with safety of operations. 
Mr. Jelsma explained that the latter 
bill would not affect the operations of 
farmers hauling their own produce. 

A further bill would give effect to a rec- 
ommendation made by the Commission 
for simplifying its procedure by author- 
izing it to refer any of its work to an in- 


TRAFFIC WORL) 


dividual commissioner, or to a board to 
be composed of three or more eligible 
employes. Examiners, directors or assist- 
ant directors of Commission bureaus, 
chiefs of sections, or attorneys, would 
make up the permitted boards. 

There will also be provisions to permit 


‘federal agencies to negotiate rates with 


carriers on a basis on which the carriers 
could depend, rather than under con- 
tracts that would be subject to renegoti- 
ation. Mr. Jelsma said that this would 
eliminate situations such as confronted 
the railroads after the World War II 
period, when the contracts they had en- 
tered into for the transportation of gov- 
ernment freight were subject to renego- 
tiation. 

Another amendment would increase to 
$1,500,000 instead of $1,000,000 the limit 
on the amount of long-term securities a 
carrier might issue without obtaining 
Commission approval, and would increase 
from $100,000 to $500,000 the short-term 
securities that might be issued without 
such approval. 


TRANSPORTATION 
STATISTICS 





Several Roads Order and 


Receive New Equipment 


Erie Railroad directors have author- 
ized spending $7,500,000 for 42 diesel 
locomotives and _ servicing facilities, 
President Paul W. Johnston has an- 
nounced. 

“This purchase will be our last big 
bite toward complete dieselizaiton over 
our entire 2,245-mile system,” he said. 
“It will eliminate all steam service ex- 
cept for short haul commuter service in 
the New Jersey area which is now 60 
per cent diesel-equipped. We will 
tackle that next when financial condi- 
tions permit.” 

Mr. Johnston estimated it would take 
$6,500,000 more to complete the job, and 
said it would be done progressively by 
buving a few engines at a time. 

The above authorization included $6,- 
000,000 for 30 road switch and 12 yard 
switch diesels, and $1,500,000 for main- 
tenance facilities at Brier Hill and Kent, 
Ohio, and Meadville, Pa., with an exten- 
sion of facilities at the Cleveland diesel 
shop. Delivery of the first engine is 
expected in the middle of 1952. 

With the delivery this month of three 
new locomotives to Enid, Okla., the 
dieselization of the Frisco Railway 
throughout Oklahoma would be com- 
pleted, Clark Hungerford, president of 
the railway, announced. The three die- 
sels, all 1500-horsepower general purpose 
units, would bring to more than 100 the 
total number of diesel units of all types 
now operated by the Frisco in that state, 
Mr. Hungerford said. 

Delivery of 18 diesel locomotives to 
the Louisville & Nashville Railroad in 
December was announced by R. C. Par- 
sons, L. & N. general manager. The 
18 units cost approximately $2,300,000. 
Eight will be used for transfer service, 
two will be used in local freight service 
between Paris and Memphis, Tenn., and 


eight are switching units for yard serv- 
ice at Covington, Ky. Twenty-nine 
mainline freight diesel locomotives are 
to be received by the L. & N. early 
in 1952, according to Mr. Parsons. 

Contracts for the construction of ten 
all-steel lighters to handle increased 
freight traffic in New York Harbor have 
been placed by the Pennsylvania Rail- 
road with the American Bridge Com- 
pany, the railroad has announced. Total 
cost is $424,000. 

The 80 by 30 foot lighters will be built 
at Trenton, N.J., and will replace char- 
tered vessels, according to John Abbott, 
superintendent of the railroad’s Marine 
Terminal at Hoboken, N.J. Deliveries will 
begin in the latter months of 1952, and 
completion of the order will increase to 
58 the number of all-steel barges oper- 
ated by the Pennsylvania in New York 
Harbor. 





Car Surplus Tops Shortage 
In Week Ended December 15 


U.S. railroads reported an average 
daily surplus of 6,969 freight cars and 
an average daily shortage of 3,793 
freight cars for the week ended De- 
cember 15, according to the car serv- 
ice division of the Association of Amer- 
ican Railroads. 


This was the fourth successive week 
since last July that the railroads have 
reported more surplus cars than those 
in short supply, a review of figures 
made available by the car service divi- 
sion showed (T.W., Dec. 22, p. 63). In 
comparison with prior week totals, how- 
ever, the surplus was less by 806 cars 
and the shortage by 523 cars. For the 
corresponding week ended December 16 
of last year, the surplus was only 6,182 
as against a shortage of 14,433. 

The surplus for the week ended De- 
cember 15 this year was made up as fol- 
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lows: Plain box, 741; auto box, 426; 
gondola, 16; hopper, 30 (all covered); 
stock, 2,326; refrigerator, 2,886; flat, 364 
and miscellaneous, 180. 

The total average daily shortage for 
the same period consisted of 1,239 plain 
box, 25 auto box, 1,222 gondola, 869 
hopper, 33 stock, 236 flat, and 169 mis- 
cellaneous cars. Reports of the car- 
riers showed no shortage of refrigera- 
tor cars. 





Canadian Loadings in Week 
Of Dec. 15 Rise Slightly 


Over 1949 and 1950 Levels 


Freight traffic on the principal 
Canadian railways continued season- 
ally active in the week ended Decem- 
ber 15 when 79,844 revenue cars were 
loaded, according to the Dominion 
Bureau of Statistics, Ottawa, Canada. 


This, said the bureau, represented a 
minor increase of 282 cars over the 
fiftieth week last year and compared with 
72,019 cars in the corresponding period 
of 1949. 

“The west reported 29,767 cars against 
28,772 cars, up 3.5 per cent, while the east- 
ern region had 50,077 cars versus 50,790 
one year ago,” the bureau said. “Grain 
was again featured with the movement at 
record volume for this time of year as 
transportation authorities hurried to beat 
the impending storms and freeze up on 


the Great Lakes. Receipts from foreign 
connections amounted to 33,590 cars 
against 34,130 cars a year earlier. Load- 
ings, however, in the United States have 
recently improved over 1950 levels. 

“Grain loaded in Canada during the 
week totalled 11,098 cars, up 2,632 cars or 
31.1 per cent over the 50th week of last 
year. Other agricultural products im- 
proved from 368 to 523 cars. Bullion 
gained 63 cars to 585 while building prod- 
ucts advanced from 3,082 to 3,631 cars, 
and other mine products from 1,448 to 
1,645 cars. Pulpwood continued heavy at 
4,365 cars, up 1,200 cars over last year and 
other forest products jumped from 493 to 
829 carloads. Implements and machinery 
required 76 more cars this year at 679 and 
fertilizers gained 136 cars to 888. The 
woodpulp and paper group improved by 
504 carloads to 5,222. Declines, however, 
were widespread in fruit, livestock off 
from 1,719 to 1,271 cars, coal down 1,398 
cars to 17,299, ores, gasoline, crude oil, 
sugar, autos and trucks off 450 carloads 
to 1,041 and in L.C.L. down from 17,056 
to 15,480 cars. Minor decreases were indi- 
cated in loadings of iron and steel, lum- 
ber and logs, while miscellaneous freight 
slipped from 5,739 to 5,494 cars in the 
week under review. 

“Cumulative totals show 4,047,116 cars 
loaded this year to December 15 against 
3,776.167 cars to December 16 in 1950 for 
a gain of 270.949 cars or 7.2 per cent. Re- 
ceipts from foreign connections improved 
140,245 cars to 1,724,053 cars in the simi- 
lar comparison with trade between Can- 
ada and the United States registering an 
active year.” 


NEW SERVICES AND PRODUCTS 
IN TRANSPORTATION 





Union Pacific Mechanizes Car Reporting 
To Speed Up Movement of Freight 


Reports That Installation of Mechanized Car Reporting 


Equipment at Three Major Yards Has Expedited Switching 


And Icing of Cars, and Has Improved Car Tracing Service. 


The Union Pacific Railroad, which has 
had a continuous dieselization and 
freight car modernization program in 
effect since World War II, has also been 
working to improve its yard office facil- 
ities in its effort to provide shippers with 
better service. 


The company has installed a new sys- 
tem of car reporting, featuring modern 
business machines, at several yards 
along its lines, as the first step in a plan 
to establish rapid methods of car re- 
porting throughout its entire system. 

Initial installations of equipment have 
been made at the railroad’s yards at 
Council Bluffs, Ia., North Platte, Neb., 
and Cheyenne, Wyo., and have already 
brought about improved switching opera- 
lons, speedier icing of cars, and better 
tracing service, according to the com- 
pany. 

At the points mentioned, the railroad 
has installed business machines which 


punch out train consist information on 
cards, compile and arrange and print 
this information in report form, and 
which transmit such information from 
yard to yard. 

Several types of business machines are 
being used. They come under the head- 
ing of key-punch machines, which take 
the basic information from waybills and 
punch it on cards; accounting and sort- 
ing machines, which compile and arrange 
and print records or reports in desired 
order or form; automatic card-to-tape 
and tape-to-card machines, which trans- 
fer information from cards to tape for 
transmission purposes or transfer it from 
tape to cards on receipt; and teletype 
machines which transmit and receive 
information. 

These machines work at rapid rates. 
For instance, the accounting machine is 
capable of preparing conductors’ reports 
and “Jumbo” records at a rate of 80 cars 
a minute, the sorter can arrange cards 
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@ Along with the livestock cars go the 
regular feeding, watering and resting 
schedules at Union Pacific strategically 
located railside yards, so weight and con- 

dition for the market are 
maintained. 
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handling and on-time deliv- 
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Some of the Union Pacific’s mechanized car reporting equipment in the yard office of the railroad at 


Council Bluffs, la. In the left foreground are two card-punching machines which double as automatic 
tape-to-card machines, and to the right are two key punch machines. Against the right wall is the 


accounting machine which reads the cards and prints the reports. An employe standing in the right 


background is working at a card sorting machine. 


at rate of 450 a minute, and the teletype 
machines can send and receive at a rate 
of 60 words a minute. 

From waybills, the key-punch machine 
punches two sets of cards, one of which 
is known as “car record” cards, and the 
other as “manifest” cards. 

On the car record cards are punched 
such information as the car number and 
initial, whether it is loaded or empty, 
its weight, weight of contents in tons, 
manifest station, contents, routing in- 
structions, inbound reference and time 
and date. 

From the car record cards, the con- 
ductor’s report is prepared. A machine 
reads the punches in the cards and prints 
the information on them in the form 
of a complete report. 

A copy of the train consist is given 
to the conductor, and another trans- 
mitted by teletype to the next yard, often 
within 15 or 30 minutes after the train 
described in the consist has left the orig- 
inating station. 

The second set of cards, the “mani- 
fest” cards, go through a similar pro- 
cedure. Instead of copies going to the 
yard ahead, however, copies are trans- 
mitted to the Union Pacific’s main of- 
fice in Omaha, Nebraska. 

At the main office, the information 
from the “manifest” report, and sub- 
sequent passing reports, are used to in- 
form about 70 representatives of the 
railroad throughout the country as to 
the whereabouts of cars so that they in 
turn can properly inform shippers. 

A machine at the company’s head- 
quarters, which quickly duplicates the 
reports, makes this possible. 

Such mechanized methods of car re- 
porting have thus made possible ac- 
curate, speedy transmission of train 
consist information. With the right in- 
formation at the right place ahead of 
time, the Union Pacific has been able 
to plan its operations so that trains 
coming into a yard can be quickly clas- 
sified, made up into new trains, and 
sent on without delay. At the same time, 
car tracing has been simplified. 

Mechanization has also done away 
with much of the inefficiency associated 





with railroad operations. Preparation of 
yard reports, conductors’ and tonnage 
reports, and other accounting opera- 
tions connected with freight move- 
ment have been streamlined, making de- 
lay and mistakes almost a thing of the 
past. 

For instance, mechanized equipment 
has cut down the size of the tradi- 
tional “Jumbo” book, the huge bound 
volume of daily reports showing the ar- 
rival and departure of cars through 
yards. Formerly prepared by hand, the 
“Jumbo” book required much time- 
consuming effort, with mistakes com- 
mon. 

Using punch cards, the railroad has 
cut the size of and the time required to 
compile the “Jumbo” book consider- 
ably. Now, cards containing arrivals 
and departures are run through a sort- 
ing machine, which puts them in proper 
numerical order, and then placed in an 
accounting machine which prints them 
in report form, all in a matter of minutes. 

The Union Pacific is well pleased with 
the results of its car reporting plan so 
far. The next installations of mechan- 
ized equipment will be made at the 
yards in Kansas City, Denver and Green 
River, Wyo. 

Eventually, the individual installations 
will be integrated with the Union Pa- 
cific’s present punch card operations 
at its main office, a move which is ex- 
pected to bring about further improve- 
ment in the railroad’s freight service. 





New Movie Tells Story 
Of Railroad Police 


“Railroad Special Agent,’ a motion 
picture recently released by RKO-Pathe 
for showing at theaters throughout the 
nation, tells “the fascinating story of 
how the railroad police guard passen- 
gers as well as protect billions of dollars 
worth of freight and railroad property,” 
the association of American Railroads 
has announced. 

The picture, according to the AAR. 
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is 15 minutes in length and was shot in 
actual railroad yards, terminals and of- 
fices. It shows how a task force of 8,000 
railroad special agents, skilled in modern 
techniques of investigation and alert to 
the ways of railroad thieves, keep in 
touch with all parts of their far-flung 
front through constant communication. 

“Railroad Special Agent” goes with the 
railroad policeman out along the right- 
of-way and into terminals to show both 
how he performs his day-by-day job 
of protecting passengers and property 
and how he captures thieves and swin- 
dlers. 


Baltimore Transfer Co. 
Instructs Employes 


In Claim Prevention 


The claim prevention program of 
the Baltimore Transfer Co., of Balti- 
more, Md., revolves around the per- 
son in the trucking industry who has 
been termed the most important man 
in cutting loss and damage—the man 
who actually drives or handles the 
freight. 

Almost every week, an employe meet- 
ing, covering the subjects of claim pre- 
vention, safety and suggestions for im- 
provement of facilities, equipment and 
service, is held at one of the company’s 
12 terminais. 

The meetings are so arranged that one 
is held at least each three months in 
every terminal on the system. 

The meetings are said to be well-at- 
tended, even though they are held at 
off-duty times, and employes are not 
paid for attending. The reason for the 
high attendance, according to William 


- Woodall, company manager, who is in 


charge of the meetings, is because the 
company makes a special effort to make 
them genuinely informative and inter- 
esting, often providing good outside 
speakers who are experts in claim pre- 
vention, safety and other phases of the 
trucking industry. 

John M. Miller, the secretary of the 
National Freight Claim Council of 
American Trucking Associations, Inc., 
has appeared twice at the meetings. Here 
is what he has to say about them: 

“In the staff’s opinion, the Baltimore 
Transfer Co. has a very effective type of 
prevention meeting ... the men who at- 
tend appear sincerely interested in the 
subject of claims and claim prevention 


“Each meeting at the company is en- 
tirely voluntary. The men attend on 
their own time and the fact that practi- 
cally 100 per cent do attend is testimony 
to the effectiveness of a good meeting... 

“The men come because they find the 
meetings interesting, they want to learn, 
and know that they are learning.” 





B. & O. Scrap Drive 


Since the beginning of the Korean 
war, the Baltimore & Ohio Railroad has 
collected and sold back to the steel mills 
236,000 gross tons of scrap, enough to 
build a fleet of more than 40 merchant 
vessels, a B. & O. spokesman announced. 
In addition to the ferrous scrap, which 
averaged more than 13,900 tons a month, 
he said, the B: & O. had collected and 
sold an average of about 75 tons of non- 


ferrous scrap a month. Also, during the 
17-month period, he added, the railroad 
scrapped 19,035 gross tons of cast iron 
car wheels, returning them to the wheel 
foundries for recasting. Some 3,630 gross 
tons of brass journal bearings, said he, 
were returned to the brass founders for 
recasting. 





International Forwarding 
Expands on West Coast 


International Forwarding Co., has an- 
nounced it has recently expanded its 
west coast facilities by establishing itself 
locally in both San Jose and Fresno, 
Calif. 

With this added coverage this freight 
forwarder can more directly and more 
thoroughly satisfy the transportation 
needs of industry in these progressive 
west coast cities,” it said. “Midwest and 
eastern shippers will be aided by the 
more direct service International For- 
warding Co., has to offer to San Jose 
and Fresno, Calif. Frank Wall, with a 
background of operation and sales ex- 
perience with International Forwarding 
Co., in the San Francisco area has been 
appointed manager of San Jose. Bob 
Beat, also experienced in freight for- 
warder activities with this company, in 
Oakland, Calif., has been appointed man- 
ager of International’s Fresno facilities.” 





Willett Subsidiary Opens 


New Chicago Terminal 


Willett Transports, Inc., a subsidiary 
of the Willett Co., has opened a new 
terminal at 10550 S. Indianapolis Blvd., 
Howard L. Willett, executive vice-presi- 
dent of the Willett Co., and president 
of Willett Transports, Inc., has an- 
nounced. 

Willett Transports, Inc., is engaged in 
hauling bulk petroleum, acids and steel. 
At the ceremonies December 8, 40 com- 
pany drivers having no-accident records 
received awards. The new terminal has 
more than 3,000 square feet of space. 





New Motor Freight Terminal 


Motor Freight Express, Inc., has opened 
a new terminal at 1231 Western Avenue, 
Pittsburgh, Pa., with a loading plat- 
form capable of handling 36 trucks or 
trailers simultaneously, according to an 
M.F.E. announcement. The terminal in- 
cludes large and fully airconditioned of- 
fices, lounge and recreation rooms for 
drivers and other employes, and an in- 
spection station where the company’s 
trucks or trailer units are checked prior 
to departure. 





Acid in Plastic Bottles 


Commission approval of the use of 
polyethylene bottles of capacities up to 
one quart for the shipment of electrolyte 
acid or corrosive battery fluid has been 
obtained, Plax Corporation, Hartford, 
Conn., announces. 

The quart-size unbreakable bottle has 
been under test as a container for ship- 
ping electrolyte for some time by Plax. 
The Plaxpak quart bottle is made with 
a lip to facilitate the pouring of acids. 
It is available in a 38 mm. finish with a 
buttress-type thread and cap of poly- 
ethylene. 
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PERSONAL NEWS 


Philip L. Johnson, general agent in 
the freight department of the Wabash 
Railroad in Houston, Tex., has been ap- 
pointed central traffic manager for the 
road in Chicago, effective January 1. 
He succeeds Raymond A. Walton, as- 
sistant freight traffic manager, who is 
retiring December 31 after 48 years of 
railroad service. The position of assist- 
ant freight traffic manager will be 
abolished. John W. Wack has been pro- 
moted from assistant general freight 
agent in Chicago to general freight agent 
there, his former title being abolished. 


* * x 


Arthur E. Leitherer, district traffic 
manager of Corn Products Refining Co., 
at Kansas City, Mo., has been appointed 
assistant general traffic manager of Al- 
lied Mills, Inc., Chicago, effective Jan- 
uary 1, succeeding the late Harold J. 
Dellert. Mr. Leitherer is a graduate of 
and a former instructor at the College 
of Advanced Traffic. 


*” ” * 


James J. Kane, Jr., has been appointed 
traffic manager, Wallace Barnes Co. 
division, Associated Spring Corporation, 
Bristol, Conn., replacing Peter Beaucar, 
who retired December 1 after more than 
41 years with the company. 


* * * 


J. G. (Jack) Ihnet, traffic commis- 
sioner, Chamber of Commerce, Water- 
town, S.D., has announced acceptance of 
the position as manager of the trans- 
portation bureau, Chamber of Com- 
merce, Great Falls, Mont., effective 
January 1. 


* * + 


Jesse E. Davis, assistant freight traf- 
fic manager for the Union Pacific Rail- 
road, Omaha, Neb., will retire Decem- 
ber 31, after 49 years of railroad service. 
He joined the Union Pacific in 1906 after 
service with the Cleveland, Cincinnati, 
Chicago & St. Louis Railway and was 
appointed assistant freight traffic man- 
ager in 1939. Recent appointments in the 
road’s passenger traffic department at 
Omaha include A. G. Hilker as passen- 
ger traffic manager, R. B. Johnson as 
general passenger agent, and I. D. Kes- 
sler as assistant passenger traffic man- 
ager. 

* + - 

C. G. Metzler has been promoted from 
attorney to assistant general attorney 
at Chicago, for the Chicago, Milwaukee, 
St. Paul—Pacific Railroad Co., effective 
January 1. M. E. Sharp has also been 
appointed to a position of the same title 
for the road at Seattle, Wash. Mr. Sharp 
has been an attorney for the Milwaukee 
there. 


* * * 


Emil Tripp has been appointed gen- 
eral agent for the Akron, Canton & 
Youngstown Railroad Co., with head- 
quarters in New York City. 


* * * 


Paul C. Jordan has been appointed 
assistant general livestock agent at Den- 
ver, Colo., for the Chicago, Burlington 
& Quincy Railroad, effective January 1, 
succeeding J. C. Prude, who has been 


granted a leave of absence. Mr. Jor- 
dan will be succeeded as division freight 
and passenger agent for the railroad at 
Billings, Mont., by E. A. Martin, who 
has been general agent at Sioux City. 
Frank A. Jenner becomes general agent 
at Sioux City. He has been chief clerk 
to the freight traffic manager at Omaha. 
x a” a 


Edward J. Piatt, division freight agent 
at San Francisco for the Atchison, To- 
peka & Santa Fe Railway Co., will re- 
tire December 31 after more than 39 
years of continuous service with the com- 
pany. 

oe cs o* 

Stuart F. Evans has been appointed 
general western freight agent at Seattle, 
Wash., for the Elgin, Joliet & Eastern 
Railway Co., effective January 1. 

* * * 


Ben Solomon, formerly of Johns-Man- 
ville Corporation, has been appointed 
traffic manager of Eastern Freight Ways, 
Inc., New York, N.Y., effective January 1. 

* * * 

L. W. Troutfetter has been appointed 
general traffic manager of the Kellogg 
Co., Battle Creek, Mich., effective Janu- 
ary 1. On the same date, A. H. Erb be- 
comes traffic manager at the company’s 
Battle Creek plant. 


* * * 


Edward M. Alfano has announced es- 
tablishment of a law office for the gen- 
eral practice of law, specializing in trans- 
portation matters at 325 Spring Street, 
New York, N.Y. 


* * * 


George J. Bertrand, Jr., has been ap- 
pointed commercial agent for the Erie 
Railroad Co., with office in Detroit, Mich. 
succeeding William J. Burkard, who is 
retiring December 31 after more than 30 
years of service. 

* ” x 

Merritt C. Thiem has been appointed 
assistant to the secretary of Fibre Box 
Association and National Paperboard 
Association, and also traffic counsel of 
those two associations. D. E. Thomas, 
formerly assistant traffic manager of 
Campbell Soup Co., Chicago district, 
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has been appointed assistant traffic 
counsel of the two associations. 
& * & 

D. H. Haynie has been appointed gen- 
eral agent at El Dorado, Ark., for the 
Missouri Pacific Lines, succeeding B. 5S. 
Betts, who died November 16 after more 
than 32 years of service. 


x * * 


William E. Packer, former superin- 
tendent of streets for the City of Colum- 
bus, O., has been appointed sales repre- 
sentative for the central Ohio area of 
Dixie Ohio Express Co. 


a * 7 

The American-Hawaiian Steamship Co. 
has announced the retirement, effective 
January 1, of Walter S. McPherson, 
senior vice-president at New York, and 
John N. Levins, district manager at 
Boston. The company has also an- 
nounced appointment of the following: 
Harold J. Coyle, vice-president and treas- 
urer; William T. Izzard, vice-president 
and traffic manager; Robert L. Gray, 
vice-president and operating manager; 
Edwin J. Twomey, district manager at 
Boston, succeeding Mr. Levins, retired 
and M. R. McGinn, district manager at 
Baltimore. 


a . a 

G. D. Nugent has been appointed gen- 
eral passenger agent of the Grand Trunk 
Western—Canadian National Railways 
at Chicago, succeeding J. L. Bickley, who 
has been promoted to assistant passenger 
traffic manager at New York. Other 
appointments include R. J. Eberhardt as 
general agent at Chicago, a newly- 
created position; F. S. Benoliel as general 
agent at Philadelphia, succeeding F. K. 
Moore, has been promoted to general 
agent at Boston; and J. H. Bell as gen- 
eral agent at Kansas City, succeeding 
Mr. Benoliel. 


OBITUARIES 


John R. Van Arnum, secretary of the 
National League of Wholesale Fresh 
Fruit & Vegetable Distributors, Wash- 
ington, D.C., died from a self-inflicted 
bullet wound at his home in Alexandria, 
Va., December 23. For a number of 
years Mr. Van Arnum represented fruit 
and vegetable shippers before the Com- 
mission. He was active in the affairs of 
the National Industrial Traffic League, 
having most recently been a member of 
the League’s highway transportation 
committee. 


TRAFFIC CLUBS 


_ 


I. C. Randolph, general agent, Illinois 
Central Railroad, was elected to the 
presidency of the Traffic and Transpor- 
tation Club of Shreveport, La., for the 
1952 term at its annual election held De- 
cember 10. He succeeded E. E. Wood, 
traffic manager, Shreveport Grain & 
Elevator Co., who automatically became 
a director. Other officers elected were: 
First vice-president, W. P. Callahan, Jr., 
traffic manager, Frost Lumber Industries: 
second vice-president, C. J. Plummer, 
traffic representative, Missouri Pacific 


Railroad Co., and secretary-treasurer, 
W. R. Briley, division freight and pas- 
senger agent, Southern Railway. Direc- 
tors elected were M. W. Key, traffic man- 
ager, Arkansas Fuel Oil Co.; V. S. Paint- 
er, general agent, Nickel Plate Road; E. 
B. Wilson, traffic manager, Shreveport 
Chamber of Commerce; H. W. Eiser, gen- 
eral superintendent of transportation, 
United Gas Corporation; R. R. Davis, 
general agent, Chicago & Eastern Illinois 
Railroad Co.; and F. E. Parker, com- 
mercial agent, Kansas City Southern- 
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PROGRESSIVE TRANSPORTATION FOR 
THREE-QUARTERS OF A CENTURY 








YOU, TOO, CAN TRAIN AT HOME 
FOR GREATER RESPONSIBILITIES 


Read how others 
in trattic and 
transportation 






Here are a few excerpts from letters 


received by the College of Advanced Traffic 
from home study students 


. . » “Since I enrolled in your Trans- 
portation and Trafic Management 
course, my traffic knowledge has in- 
creased considerably. Knowing of the 
advantages and experiences which one 
gains from courses offered by the Col- 
lege of Advanced Traffic, I have highly 
recommended your college and corre- 
spondence courses to my fellow 
workers.” —J.V.D., Tennessee. 


... “Though I have only completed 
scarcely more than half of the course, I 
have found that it helped me consider- 
ably in securing a very good position in 
the Traffic field.” —E.A.S., Florida. 


... “it was on the strength of the 
studies completed in your Minneapolis 
Branch that I was able to pass the re- 
quirements necessary for the job title of 
Freight Transportation Chief (U.S. Ma- 
rine Corps) ... I wish to thank you 
again for your fine- cooperation and 
hope that I will be capable of com- 
pleting the remainder of the course.” 

—C.F.N., Minnesota. 


. . . “Our traffic department will show 
a net savings for this year of some 
$100,000.00 and most of that saving has 
come about through your course. Every 
problem that I have had, I have read 
about it in your lessons and from there 
I pick up all the threads leading to com- 
plete and thorough understanding of my 
problem.” —G.W.H., Texas. 


... “In two years, I’ve come from 
‘green’ steno., new in railroading, to 
Chief Clerk in a sizeable Division 
Freight Office . . . That’s a pretty good 





endorsement of your method of training, 
I believe.” —B.R.H., California. 


... “This is a new line, started about 
two months ago as a common carrier 
... At present I am rate clerk, general 
claim agent, and about anything else 
you can think of. I had to argue like 
H—— to get the job, due to my lack 
of experience, but with the training I 
received from your school, I proved 
that I was capable of doing any work 
that I was asked or given a chance to 
do. And you can quote me on this.” 

—B.D., New Mexico. 


... “I want you to know that I am 
very grateful for the tremendous help 
your course has given me in securing 
the positions of Chief Clerk and now 
Travelling Freight Agent. It was the 
most important factor, and I am most 
thankful I had the opportunity of taking 
it. The many traffic problems brought to 
light in your course have been beneficial, 
the many corrections by your instructors 
have been impressed upon me, and I am 
looking forward to the post-graduate 
course in Interstate Commerce Law with 
great interest.” —G.F.C., Missouri. 


... “I would also like to mention 
that if you care to use my name as to 
whether this course is an asset to anyone 
preparing for the I.C.C. examination, 
that it will be a distinct pleasure as I 
feel that I have realized a considerable 
amount of knowledge and feel that it is 
the only course of its kind in the United 
States that can accomplish the desired 
results.” —T.W.F., lowa. 


SEND TODAY FOR FREE 24 PAGE BOOKLET 


“College Training in Transportation 
and Traffic Management” 


College of Advanced Traffic 


Educational Division of The Traffic Service Corp. 
Dept. L5—Extension Division 


22 W. Madison St., Chicago 2, Ill. 
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Louisiana & Arkansas Lines. The new 
officers and directors will be installed at 
the club’s annual dinner-dance on Feb- 
ruary 19 in the American Legion club on 
Cross Lake. 

” * * 

Arthur R. Greifendorf, assistant man- 
ager, Kuecker Steamship Services, Inc., 
Chicago, was installed as president of the 
Ocean Freight Agents Association of 
Chicago at the annual meeting of the 
association on December 17. He succeed- 
ed Raymond P. DeGroote, Luckenbach 
Steamship Co., Inc., who became chair- 
man of the board. Other officers are 
George E. Miller, Overseas Shipping Co., 
vice-president; Elmer N. Rogers, States 
Marine Line, treasurer; Robert D. 
Hughes, Grace Line, Inc., secretary. Di- 
rectors elected for two years are Carl E. 
March, Kerr Steamship Co., Inc.; M. D. 
Parker, Lykes Brothers Steamship Co.; 
E. J. Lawless, Farrell Lines. Hold-over 
directors are Porter A. Smith, Pacific Far 
East Lines: W. H. Swanson, Furness 
Withy & Co.; R. F. Thompson, Alcoa 
Steamship Co. 

= * * 

The Traffic and Transportation Club 
of Monroe—West Monroe, Louisiana, held 
it’s regular meeting December 13. At that 
meeting officers for 1952 were elected as 
follows: R. C. Porteous, Illinois Central 
Railroad, president; Henry Long, Mon- 
roe Hardware Co., first vice president; 
M. E. Pickett, Missouri Pacific Railroad, 
second vice president; R. A. Holland, 
Brown Container Corporation, secretary- 
treasurer; Joe A. Pitner, Krafco Contain- 
er Corporation, and A. P. Kimmig, Com- 
mercial Solvents Corporation, industrial 
directors; H. M. Davis, A. & L. M. Rail- 
way Co., and John Treadwell, Missouri 
Pacific Railroad, transportation direc- 
tors. These officers will be installed Jan- 
uary 23 at the annual dinner to be held 
in conjunction with the Southwest Ship- 
pers Advisory Board. 

* * cS 

The Wyoming Valley Traffic Club will 
hold its regular monthly meeting, Jan- 
uary 9, at the Hotel Jermyn, Scranton, 
Pa. Robert J. Eckenrode, district man- 
ager, Fowler and Williams, Wilkes- 
Barre, president, has designated the Jan- 
uary meeting as “Sports Nite.” Five- 
minute speakers representing industry, 
railroads, and the trucking industry will 
be heard. There will not be a principal 
speaker. Arrangements have been made 
to show baseball movies, and short talks 
will be heard. Officials of the Scranton 
Baseball Club will participate in an 
open forum discussion. 

* * * 

Leonard Kizorek, Norwalk Truck Line 
Co., chairman of the motor transporta- 
tion committee of the Chicago Trans- 
portation Club, has announced that the 
January 3 meeting of the club at the 
La Salle Hotel, Chicago, has been desig- 
nated “Sports Night.” Speakers will be 
Tom Duggan of NBC, Chuck Comiskey of 
the Chicago White Sox and Wid Mat- 
thews of the Chicago Cubs. In addition 
a representative of the Chicago Bears 
and Chicago Cardinals are expected t0 
be present and talk. August Gomer, 
Atlas Brewing Co., president of the club, 
will preside at the business meeting 
beginning at 7:00 p.m. 

co OK 

The Boston General Agents Council, 
Boston, Mass., held its regular luncheon 
and annual election December 17 at 
Manger Hotel. The following officers 
were elected for the ensuing year: 
Chairman, Walter T. Sampson, general 
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agent, Northern Pacific Railroad; vice- 
chairman, Harold B. Bovee, New Eng- 
land freight agent, Pennsylvania Rail- 
road; secretary, W. D. Goss, general 
agent, Milwaukee Railroad; and treas- 
urer, R. A. Hasenstab, general freight 
agent, Canadian Pacific Railway. 
a = ae 
Julius Helfand, assistant district at- 
torney of Brooklyn, N.Y., John Gehan, 
vice-president of American Export Lines, 
and J. C. Hilley, executive vice-president 
of the Security Bureau, Inc., will be 
panel members at a round-table discus- 
sion on “Crime on the Waterfront” to be 
held under auspices of the National Ex- 
port Traffic League, Inc., the afternoon 
of January 23 at Busto’s Restaurant in 
New York City. 
* 


. * 

The regular monthly meeting of the 
Trenton, N.J. Chapter Delta Nu Alpha 
Transportation Fraternity was held De- 
cember 27 at the Trenton Chamber of 
Commerce Office at 7:30 p'm. An open 
forum was conducted. 

om * * 

The following officers for 1952 were 
elected by the Eastern Michigan Traffic 
Association on December 15: Judson 
J. Willhite, president; George A. Neely, 
first vice-president; Louis C. Talos, sec- 
ond vice-president; William C. Coelius, 
secretary; Fred A. Hemmen, assistant 
secretary, and Howard J. Conlin, treas- 
urer. The installatidn of officers took 
place at the Hillcrest Country Club, 
Mount Clemens. Mich., which event was 
combined with the annual Ladies Night 
Christmas Party. There was a steak 
dinner, entertainment and door prizes. 

He * * 


The Milwaukee Chapter of the Delta 
Nu Alpha held its monthly meeting De- 
cember 13 at the Elks Club, Milwaukee, 
Wis. Chapter officers were elected for 
the coming year: Robert Brushe, Pressed 
Steel Tank Co., president; James Irlandi 
of Krause Milling Co., vice-president; 
Darrel Koss, of the Monon Railroad, 
second vice-president; F. G. Singleton of 
the Wabash Railroad, reelected secre- 
tary; G. Van Hauser of Trans-American 
Freight Lines, treasurer; and R. Elliott 
Van Lines as director for a term of three 
years. 


- * * 

Two films were presented as part of 
the program at the December meeting of 
the North Jersey Traffic Club in the 
Alexander Hamilton hotel, Paterson, N.J., 
one of the club’s 1951 outing at Blas- 
berg’s Grove, Hawthorne; the other, 
“Flight 6503,” a United Air Lines edu- 
cational film. A feature of the meeting 
was a turkey raffle. 


a * * 

Another traffic club has been added to 
the growing list of traffic and transpor- 
tation organizations throughout the na- 
tion with the formation of the Albu- 
querque (N.M.) Traffic Club, believed by 
its members to be the first organized in 
that state and the last of the 48 states 
to be represented by a traffic club. At its 
organizational meeting held on December 
4, attended by 60 charter members repre- 
senting the various modes of transporta- 
tion and traffic industry, T. J. Jorgensen, 
of the Sandia Corporation, was elected 
to the presidency. Other officers elected 
were: Vice-president, D. L. Morrison, 
Railway Express Agency;  secretary- 
treasurer, Jack Spence, Sandia Corpora- 
tion; directors, R. B. Riordan, Trans 
World Airlines; R. Tokars, Illinois-Cali- 
fornia Express; C. Hogue, Albuquerque 
Warehouse; C. J. Ocasek, Forest Prod- 
ucts Co.; G. C. Lyman, Atchison, To- 


peka & Santa Fe Railroad; and C. Mor- 
ros, Pacific Forwarding. The club plans 
to hold dinner meetings on the first 
Tuesday of each month at the Hilton 
hotel. Speakers will include men promi- 
nent in government and transportation 
and civic leaders. 
* * % 

“The Evils or Benefits of Carriers’ 
Conference Bureaus” will be the subject 
of a debate between members of the 
Lancaster (Pa.) Chapter, Delta Nu Alpha 
Transportation Fraternity, and the Phila- 
delphia (Pa.) Chapter, Delta Nu Alpha 
Transportation Fraternity, at the next 
meeting of the Lancaster chapter on 
January 14 in the Manufacturers build- 
ing in Lancaster. The program at the 
December 10 meeting of the Lancaster 
group included an address on “Theft of 
Interstate Shipments” by Herb Feley, 
special agent for the Federal Bureau of 
Investigation, Reading, Pa., and discus- 
sions by chapter members, Paul F. Wiley, 
on “Tariff Simplification”, and R. C. 
Devenney, on “Shippers Liability for Pay- 
ment of Freight Charges.” R. J. Bayer, 
editor of TraFFic Wor.LD, will be the 
speaker at the chapter’s annual meeting 
on February 11 and Frank J. Ryan; 
newly-elected president of the national 
fraternity, will be toastmaster. 

ca 7 ~ 


The Manufacturers Association Traffic 
Club of Lancaster, Pa., has designated its 
next meeting to be held the evening of 
January 28 at the Stevens House as “Rail 
Night.” An executive of the Pennsylvania 
Railroad will be the principal speaker. 
Approximately 90 members and guests 
attended the club’s December 17 meeting 
which was in the form of a Christmas 
party and annual Christmas auction sale. 


ICC DOCKET 


A star appears before all docket numbers that 
have been added under a hearing date in a period 
included in previous issue of Traffic World. 


RAIL 


January 3—Washington, D.C.—Oral Argu- 
ment before the Commission: 
30229—Georgia Peanut Co., et al. v. A. C. 


L., et al. 
30229, Sub. 1—Secretary of Agriculture, et 
al. v. A. & St. A. B., et al. 
January 3—Washington, D.C.—Oral Argu- 
ment before Division 2: 
30698—National Malting Co. v. D. L. & 
W., et al. 
January 7—Pittsburgh, Pa.—Main P. O. Bldg. 
—Examiner Rice: 
30811—Mill Hall Clay Products Co., et al. 
v. A. C. & Y., et al. 
January 8—New York, N.Y.—Hotel 
Yorker—Examiner Bradford: 
* Finance 13170—Florida East Coast Ry. Co. 
Reorganization (Compensation and Ex- 


penses). 
January 8— Washington, D.C. — Examiner 
15757, 15842, 


Glover: 

F.S.ApplIns. — 15755, 15756, 
16121, 16411, 16480, 17563, 18254, 19696, 
19703, 20017, 20151, 20945, 23832, 24097, 
24486, 24620, 24799, 25106, 25208, 26001, 
and 26170—Coal and Coal Briquettes in 
the South. 


New 


January 8— Washington, D.C.— Examiner 
Colgren: 
30851—C. K. Williams & Co. v. B. & O., 
et al. 
January 8— Washington, D.C. — Examiner 
Carter: 
30917—Application of Savannah Union 
Station Co. 


January 9—Pittsburgh, Pa.—Main P. O. Bldg. 
—Examiner Rice: 
30893—Contact Committee for Produce 
— Pittsburgh Terminal v. P. R.R. 
oO. 
January 9—WaShington, D.C. — Examiner 
Palmer: 
I. & S. 5973—L. C. L. Rates From, To, or 
via Memphis, Tenn. 
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January 9— Washington, D.C. — Examiner 
Palmer: 

*& 30945—L.C.L. Rates to or via Cairo, Ill. 

January 9—Washington, D.C.—Oral Argu- 
ment before Division 2: 

* 30360—Chas. A. Krause Milling Co. v. C. 
& N. W., et al. 

* 30360, Sub. 1—Froedtert Grain & Malting 
Co., Inc. v. Same. 

* 30360, Sub. 2—Commodity Credit Corp. 
v. A. & S., et al. 

* 30412—Alston-Lucas Paint Co., et al. v. 
A. G. S., et al. 

January 10—Jacksonville, Fla.—New Hotel 
Mayflower—Examiner Cantrell: 

30882—-Atlantic Coast Line R.R. Co. v. 

Seaboard Air Line R.R. Co. 


January 10—Washington, D.C.—Examiner 
Cremins: 

* Finance 10020—Meridian and Bigbee River 
Ry. Co. Reorganization. 

January 10— Washington, D.C. — Examiner 
Morgan: 


* F.S.A. 26523 and I. & S. 5978—Pulpboard, 
Plymouth, N.C. to Westbrook, Me. 





The Following Assignments 
Have Not Heretofore Appeared 





January 10—Lewiston, Me.—Municipal Ct. 
Rm.—Examiner Hanback: 

Finance 17391—Maine Central R.R. Co. 
Abandonment. 

January 10—Pittsburgh, Pa.—Main P. O. 
Bldg.—Examiner Rice: 

30786, Sub. 1—Somerville Iron Works v. 
D. L. & W., et al. 

January 14—Charlotte, N.C.—Charlotte Hotel 

—Examiner Cantrell: 
30846—Thermoid Co., Southern Division 
v. B. & O., et al. 

January 14—St. Louis, Mo.—Hotel Mel- 
bourne—Commissioner Cross and Ex- 
aminer Carter: 

30744—-American Barge Line Co., et al. v. 
Alabama Great Southern R.R. Co., et al. 

January 14—St. Louis, Mo. — Melbourne 
Hotel—Examiner Rice: . 

I. & S. 5968 and F.S.A. 26441—Paper, Fort 
Worth, Tex. to Chicago, Ill. 

January 14—St. Louis, Mo. — Melbourne 
Hotel—Examiner Rice: 

F.S.A. 26462 and I. & S. 5970—Caustic 


= Ark., La., and Tex. to Kansas 

y. 

January 14— Washington, D.C. — Examiner 
Walsh: 


30712—Aircraft Industries Assn. of Amer- 
ica, Inc. v. A. C. & Y., et al. 


January 14— Washington, D.C. — Examiner 
Morgan: 
30835—Farmers Cooperative Exchange Inc. 
v. A. & W. P., et al. 
30835, Sub. 1—Cotton Producers Ass’n. v. 


Same. 

30835, Sub. 2—Job P. Wyatt & Sons Co. v. 
B. & O., et al. 

January 14—Washington, D.C.—Division 2 
(Commissioners Aitchison, Mahaffie, 
Splawn, and Alldredge): 

Ex Parte 175 and Sub. 1—Increased 
Freight Rates, 1951. 
January 16—Chicago, Ill.—U.S. Custom Hse. 
we, Rice: 
9—Coastal Bag and Bagging Corp. v. 
B. & M., et al. _ ” 
30739, Sub. 1—Same v. Newtex Steamship 
Corp., et al. 
30739, Sub. 2—Same v. Newtex Steamship 
Corp. 





WATER, 
FREIGHT FORWARDER, 
PIPELINE 


January 21—New York, N.Y.—Fed. Bldg.— 

Examiner Colgren: 

FF-150—Vendors Consolidating Co., 
Freight Forwarder Application. 

FF-150, Sub. 1—Same Extension of Op- 
erations. 

FF-200—George M. Hopke Freight For- 
warder Application. 


Inc. 





The Following Assignments 
Have Not Heretofore Appeared 





January 28—New York, N.Y.—Fed. Bldg.— 
Examiner Colgren: 
W-896, Sub. 9—Newtex Steamship Corp. 
Extension—Sulphur. 
January 28—New York, N.Y.—641 Washing- 
ton St.—Examiner Colgren: 
W-896, Sub. 14—Newtex Steamship Corp. 
Extension—Port Sulphur. 





TRAFFIC WorRLD 


MOTOR 
CHANGES IN DOCKET 


Current cancellations and postpone- 
ments announced too late to show the 
change in this docket are noted below. 


Hearing in I. & S. M-3916, assigned Jan- 
uary 17, at Boston, Mass., cancelled. 

Hearing in MC-3009, Sub. 11, assigned 
January 21, at Robert E. Lee Hotel, Jackson, 
Miss., transferred to January 21, at U. 5S. 
P. O. and Ct. Hse. Bldg., Jackson, Miss., 
before Jt. Bd. 165. 

Hearing in I. & S. M-3967, assigned Jan- 
uary 22, at Boston, Mass., cancelled. 

Hearing in I. & S. M-4004, assigned Jan- 
uary 22, at Boston, Mass., cancelled. 

Hearing in MC-16502, Sub. 8, assigned 
January 22, at Robert E. Lee Hotel, Jackson, 
Miss., transferred to January 22, at U. S. 
P. O. and Ct. Hse. Bldg., Jackson, Miss., 
before Jt. Bd. 97. e 


January 3—San Francisco, Calif.—P. 0. 
Bldg.—Examiner Linn: 

MC-F-4927—T. S. Carter—Control; Inter- 
state Motor Lines, Inc.—Control and 
Merger eat American Dispatch, Inc. 

January 4— Washington, D.C.— Examiner 
Driscoll: 

MC-112069 — Lipsman-Fulkerson & Co., 
Omaha, Nebr., common carrier applica- 
tion. 

January 7—Philadelphia, Pa.—Hotel Nor- 
mandie—Examiner Hanback: 

MC-109494, Sub. 1 — Herbert Buskirk, 
Easton, Pa., common carrier application. 

January 7—San Francisco, Calif.—St. Francis 
Hotel—Examiner Linn: 

* MC-52709, Sub. 32—Ringsby Truck Lines, 
Inc., Denver, Colo. 

January 8—Albany, N.Y.—State Comm.—Ex- 
aminer Cunningham: 

MC-105320, Sub. 18—United States Trailer 
Transport Co., Takoma Park, Mad., 
common carrier application. 

January 8—Chicago, Ill.—U.S. Custom Hse. 
Bldg.—Examiner Kilroy: 

MC-C-1320 — Assembling Class Rates— 
Mich. to Chicago. 

I. & S. M-3897—Assembling Rates—Mich. 
and Ind. to Chicago. 

January 8—Denver, Colo.—Midland Savings 
Bldg.—Examiner Dahan: 

I. & S. M-3854—Meats & Packing House 

Products—Colo. to Ind. & N.Y. 

January 8—Denver, Colo.—Midland Savings 
Bldg.—Examiner Dahan: 

*xI. & S. M-4003—Various Commodities— 
West to Midwest. 

January 8—New York, N.Y.—641 Washing- 
ton St.—Examiner Croft: 

*I. & S. M-3969—Paper Boxes—Montville, 
Conn. to Chester, Pa. 

January 8—New York, N.Y.—641 Washing- 
ton St.—Examiner Croft: 

*I. & S. M-4005—Chemicals—Pa. to Balti- 


more. 
January 8—Richmond, Va.—Hotel Rich- 
= Bd. 12 or Examiner Can- 
trell: 
MC-C-1297—Willie Robert Ezell—Revoca- 
tion of Certificate. 
January 8—Richmond, Va.—Hotel Richmond 
—Jt. Bd. 68 or Examiner Cantrell: 
MC-C-1330—Harold H. Walton—Revoca- 
tion of Permit. 


January 8— Washington, D.C.— Examiner 


Sutherland: 
MC-34325, Sub. 8—Allmen Transfer & 
Moving Co., Cleveland, Ohio, common 


carrier application. 

MC-67354, Sub. 2—Mack Bros., Berea, Ohio, 
common carrier application. 

January 8—Washington, D.C.—Examiner 
Stillwell: 

% MC-200, Sub. 84—Riss & Co., Inc., Kansas 
City, Mo. 

January 9—Denver, Colo.—Midland Savings 
Bldg.—Examiner Dahan: 

I. & S. M-3862—Foodstuffs & Implements 
—Intermountain to East. 

January 9—New York, N.Y.—641 Washing- 
ton St.—Examiner Croft: 

I. & S. M-3696—Pulpboard Between Eliz- 
abeth, N.J. and New York, N.Y. 

I. -& S. M-3841—Brick and Cinder Blocks 
—Thomas Chicko. 

January 10—Birmingham, Ala. — Thomas 
Jefferson Hotel—Jt. Bd. 100: 

MC-76177, Sub. 244—Baggett Transporta- 
tion Co., Birmingham, Ala., common 
carrier application. 

January 10—Denver, Colo.—Midland Savings 
Bldg.—Jt. Bd. 31 or Examiner Dahan: 

MC-C-1208—Middlewest Motor Freight Bu- 
reau v. Beck Transfer Co. 

January 10—Denver, Colo.—Midland Savings 
Bldg.—Jt. Bd. 253 or Examiner Dahan: 

MC-C-1208, Sub. 1—Middlewest Motor 

preight Bureau v. Platte Valley Truck 
‘0. 
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January 10—New York, N.Y.—641 Washing- 
ton St.—Examiner Croft: 

I. & S. M-3987—Scrap Paper—Cardinale 
Trucking Corp. 

January 10— Washington, D.C.— Examiner 
Masoner: 

MC-C-1345—Minimum Charges Per Ship- 
ment—Hermann Fwdg. Co. 

I. & S. M-3908—Min. Charge—N.Y. & N. 
Brunswick Auto Express. 

January 11—Chicago, I11.—U. S. Custom Hse. 
Bldg.—Examiner Kilroy: 

I. & S. M-3894—Bolts, Nuts, Rivets, Washers 
—Chicago to Detroit. 

January 11—Chicago, Ill.—U.S. Custom Hse. 
Bldg.—Examiner Kilroy: 

%& MC-C-1346 — Chemicals — Ready Truck 
Lines, Inc. 

January 11—Columbus, Ohio — Deschler 
Wallick Hotel—Examiner Rice: 

MC-C-1268—Gannon Transfer—Revocation 
of Certificate. 

January 11—Denver, Colo.—Midland Savings 
Bldg.—Examiner Dahan: 

MC-C-1300 — Meats, Hides, Casings — Be- 
tween Denver and Chicago. 

January 11—New York, N.Y.—641 Washing- 
ton St.—Examiner Croft: 

MC-111601, Sub. 1—S. Webster Reid, Red 
Creek, N.Y., contract carrier applica- 
tion. 

MC-112786—John J. Bartek Moving, Whar- 
ton, N.J., common carrier application. 

January 14—Chicago, I1l.—U. S. Custom Hse. 
Bldg.—Examiner Kilroy: 

MC-C-1310—Merchandise—Between Chicago 
and Cincinnati, Indianapolis. 

I. & S. M-3844—Automobile Fenders—De- 
troit to Central Territory. 

January 14—Columbus, Ohio—New Fed. 
Bldg.—Jt. Bd. 117: 

MC-111959 — Columbus-Cincinnati Truck- 
ing Co., Columbus, Ohio, contract car- 
rier application. 

January 14—Kansas City, Mo.—Hotel Pick- 
wick—Examiner Dahan: 

I. & S. M-3817—Frozen Eggs, St. Joseph, 
Mo., to Chicago, Ill. 

I. & S. M-3857—Various Commodities— 
Western Trunk Line Territory. 

I. & S. M-4017—Alcoholic Liquors—Chi- 
cago to Kansas City. 

January 14—Mobile, Ala.—U.S. Ct. Rms.— 
Jt. Bd. 14: 

MC-1362, Sub. 32—Highway Express Inc., 
Memphis, Tenn., common carrier ap- 
plication. 

MC-3009, Sub. 15—West Bros., Inc., Hatties- 
burg, Miss., common carrier applica- 


tion. 

MC-76177, Sub. 245—Baggett Transporta- 
tion Co., Birmingham, Ala., common 
carrier application. 

MC-106049, Sub. 18—Atlanta-New Orleans 
Motor Freight Co., Atlanta, Ga., com- 
mon carrier application. 

January 14—Mobile, Ala.—U.S. Ct. Rms.— 
Jt. Bd. 100: 

MC-2130, Sub. 39—Couch Motor Lines, Inc., 
Shreveport, La., common carrier ap- 
Plication. 

January 14—New York, N.Y.—641 Washing- 
ton St.—Examiner Croft: 

MC-102917, Sub. 4—Frank W. Van Wagner, 
Jr., Westbury, Long Island, N.Y., com- 
mon carrier application. 


January 14—Philadelphia, Pa.—Hotel Nor- 
mandie—Examiner Riegner: 
- & S. M-3835—Fruits & Vegetables— 
Philadelphia and Md. 
I. & S. M-3870—Molasses—Philadelphia, 
Pa. to N.J. 


January 15—Boston, Mass.—New P. O. Bldg. 
—Examiner Riegner: 

MC-113093—Keith Fulton & Sons, 
Cambridge, Mass., 
Plication. 

January 15—Chicago, Ill.—U. S. Custom Hse. 
—Jt. Bd. 135: 

MC-76266, Sub. 73—Merchants Motor 
Freight, Inc., St. Paul, Minn., common 
carrier application. 

January 15—Chicago, Ill.—U. S. Custom Hse. 
Bldg.—Examiner Kilroy: 

I. & S. M-3942—Merchandise—Between Chi- 
cago & Ferguson, Ind. 

January 15—Chicago, Ill.—U.S. Custom Hse. 
—Examiner Kilroy: 

* I. & S. M-3834— Merchandise — Between 
Ind. and I1l., Ohio, Mich. 


Inc., 
common carrier ap- 
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CLASSIFIED ADVERTISING 


When answering ads please address as follows: Box 





Traffic World, 815 Washington 


Building, Washington 5, D. C. Rates: reader ads, $1.00 a line (approximately 5 words), 


minimum three lines. 


Display ads, $15.00 a column inch. 


Classified Advertisements Payable in Advance 














Help Wanted 


CAPABLE RATE CLERK familiar with rail, 
truck and express tariffs. Starting salary 
$75 weekly. Box 289. 








RATE CLERK assistant to Traffic Commis- 
sioner wanted. Must know rail and motor 
carrier rates. 
ment, Green Bay Association of Commerce, 
Green Bay, Wisc. State salary, experience, 
and other qualifications. 








Situations Wanted 





CHIEF RATE CLERK. Construction and 
legislation. Qualified to originate and proc- 
ess proposals thru Association Committees. 
Middleaged. Min. $6000. Box 284. 





THOROUGHLY COMPETENT traffic man- 
Age forty-four. Eleven 
years railroad and fourteen years heavy in- 
dustry experience. Desire change. Box 288. 


CAPABLE TRAFFIC 
PERSONNEL 


Mr. Employer: Why not take advantage of 
the nationwide free placement service main- 
tained for our graduates? 

Listed in our files are qualified men and 
women for any type of position, including 


General Traffic Managers with many years of 
experience and training, as well as young, am- 
bitious, recent graduates who can be developed 
as understudies for positions of responsibility. 


Also included are specialists in many different 


phases of Traffic-Practitioners—Tariff Compilers 
—Solicitors—and Claim Agents—as well as men 
with varying degrees of experience in Rates— 
Routes—Transit—Demurrage—Storage — Claims 
—Classifications. In fact, any and all duties in a 
Traffic Department. 

Just drop a line outlining your needs to the 
nearest office: 


COLLEGE OF 
ADVANCED TRAFFIC 
22 W. Madison St. 
Chicago 2, Ill. 

615 Griswold Ave. 
Detroit 26, Mich. 


ACADEMY OF 
ADVANCED TRAFFIC 
253 Broadway 

New York 7, N.Y. 
1422 Chestnut St. 
Philadelphia, Pa. 





January 15—Chicago, I1l—U.S. Custom Hse. 
Bldg.—Examiner Kilroy: 
*I. & S. M-3982—Chemicals—Chicago to 
Cincinnati and Louisville. 
January 15—Kansas City, Mo.—Hotel Pick- 
wick—Examiner Dahan: 
I. & S. M-3885—Iron Castings—Pittsburgh 
to Wichita, Kans. 
I. & S. M-3986—Wire Rope—St. Joseph, 
Mo., to Central Territory. 
January 15—Philadelphia, Pa.—Normandie 


Hotel—Examiner ColJgren: 
MC-C-1318—Morris Pollon—Revocation of 


Permit. 
D.C.—Examiner 


January 15—Washington, 
Masoner: 

*I. & S. M-3978—Water Heater Tanks— 

Trunk Line Territory. 


The Forl 


AMERICA’S MOST MODERN P T + Cc A | & 


Rights Wanted 


COMMON CARRIER—General Commodities, 

or Machinery and Iron or Steel, between 

Chicago Commercial Zone and Points Cen- 

bea — Territory. Furnish copy of Rights. 
Ox a 


Right for Sale 


GENERAL COMMODITY, I.C.C. authority 
between Buffalo, New York and Erie, Cat- 
taraugus, and Chautauqua Counties, New 
York. Box 279. . 





Educational Books or Courses 


WHEN DOES TITLE PASS $6.50. This com- 
pletely new book covers the Passage of Title 
from Shipper to Consignee and explains who 
has the risk of loss or damage in Transporta- 
tion. It is written by Thomas G. Bugan, 
Attorney at Law, Chicago, Illinois. A recog- 
nized authority in the field of transporta- 
tion, as well as a widely known Tax At- 
torney, Mr. Bugan presents the facts and 
the law in non-technical, easy-to-under- 
stand language. This 515 page, cloth bound 
book contains 500 illustrative cases togethér 
with Definitions of F.O.B., Bailments, Prop- 
erty, Sales, Title and Others. Order your 
copy today on 15 days’ approval. If not 
completely satisfied your 50 refunded. 
Wm. C. Brown Company, Publishers, 
Main Street, Dubuque, Iowa. 


I.C. PRACTITIONERS. The only practical 
authentic I.C. law course available by mail. 
Restricted to Attorneys, Practitioners or 
those qualified to prepare for practice. In- 
cludes Freight Forwarder Act. COLLEGE OF 
ADVANCED TRAFFIC, 404 State-Madison 
Bldg., 22 West Madison St., Chicago 2, Ml. 





TRAFFIC WORLD'S QUESTIONS AND 
ANSWERS BOOK, $2.50 


Published each August with about 400 
answers to practical traffic problems sub- 


mitted by Traffic World subscribers from 


June to July. A thorough index makes 
for easy location of current problems. 
Volume 3 published August 1951. 

The Traffic Service Corp., 
815 Washington Bldg., Washington 5, D.C. 








a. 15—Washington, D.C.—Examiner 

rady: 

% Ex Parte MC-2—Maximum Hours of Serv- 
ice of Employees. 

* Ex Parte MC-40—Qualifications and Maxi- 
mum Hours of Service of Employees of 
Motor Carriers and Safety of Operations 
and Equipment. 

January 16—Boston, Mass.—New P. O. Bldg. 
—Examiner Riegner: 

MC-113083—Timothy Driscoll, Cambridge, 
Mass., contract carrier application. 

January 16—Chicago, Ill.—U. S. Custom Hse. 

Bldg.—Examiner Kilroy: 
I. & S. M-3923—Crude Sugar of Milk— 
Owen, Wis. to Indianapolis, Ind. 
3 &. = M-3962—Liquor—Schenley, Pa., to 
oO. 


Beach 


FORNIA 










STOPS 


TRANSIT 


What with questions being raised in 
Washington, as to the propriety of ac- 
cepting discounts on mink coats, deep 
freezes, trips to Florida or the races, and 
the setting by one public Official of 12 
pounds as the limit on the weight of a 
ham that might properly be received by 
a government officer as a gift, definition 
of what may or may not be accepted 
becomes important. Hence, the decision 
of the confidential secretary of a top 
flight executive in the Department of 
Commerce as to the limits of what may 
be accepted, becomes of some value. 
Said she, when she heard that even 
boxes of candy were being returned to 
donors: “Listen! Anything you can af- 
ford to buy for yourself is not a gift— 
it’s a gesture.” 

s + 7 


Newspapermen like government reports 
that are clear and concise. Shortly after 
the arrival one afternoon in the Inter- 
state Commerce Commission’s press room 
of a recommended report by Paul Coyle, 
chief of the Bureau of Motor Carrier 
complaint section, correspondents sought 
to tell Coyle he had a good report (T.W., 
Dec. 8, p. 38). Coyle, however was on 
vacation in Florida. 

“He rates it,” said the scribes. 


Professor L. L. Waters in his book 
“Steel Trails to Santa Fe” (University of 
Kansas Press, Lawrence, Kan.), tells the 
following story of an agent of the Santa 
Fe who had a party of landseekers out 
one day. They plied him with innumer- 
able questions. “Could you raise this?” 
and “Could you raise that?” They shot 
questions until they knew the chances of 
every grain that existed and a few more. 

“Gentlemen,” the agent said finally, 
“there is only one thing that you cannot 
raise to advantage on this soil. That is 
pumpkins.” 

“What!” they exclaimed. “How can 
you raise all the other articles we have 
named and not pumpkins? 

“It’s this way,” came the deliberate an- 
swer. “The seeds come up quickly. The 
plants blossom full. Pumpkins set and 
grow about the size of a sugar barrel. 
Then the vines begin to grow and run 
so fast that they wear the pumpkins out 
dragging them over the ground until they 
die from exhaustion.” 


Plenty of everything except profits: 
“More traffic, more revenue, heavier ex- 
penses and less profit summarize August 
railway operations as compared with 
the corresponding month of 1950 which 
included the nine-day national strike,” 
says the Canadian Dominion Bureau of 
Statistics in a report on Canadian rail- 
ways’ operating results. 








TRAFFIC DATES 


JANUARY—1952 


14 —North Central Region, National Agricul- 
tural Cooperative Transportation Com.- 
mitee of the National Council of Farmer 
Cooperatives, Chicago, Ill. 

15-18—Highway Research Board of the National 
Research Council, Washington, D. C. 

16 —Trans-Mo-Kansas Shippers Advisory Board, 
St. Louis, Mo. 

16-17—Atlantic States Shippers Advisory Board, 
Philadelphia, Pa. 

18  —lllinois Territory Industrial Traffic League, 
Chicago, Ill. 

23-24—Southwest Shippers Advisory Board, Mon- 
roe, La. 

24-26—California Motor Transport Associations, 
Inc., Coronado, Calif. 

28-30—Truck-Trailer Manufacturers Association, 
Houston, Tex. 

30-31—Mid-West Shippers Advisory Board, Chi- 
cago, Ill. 

30-31—Northwest Shippers Advisory Board, 
Minneapolis, Minn. 





FEBRUARY 


7-8 —National Council of Private Motor Truck 
Owners, Inc., Washington, D. C. 
10-12—Independent Movers’ & Warehousemen’s 
Association, Inc., Palm Beach, Fla. 
11-12—Canadian Industrial ‘Traffic 
Toronto, Canada. 
12-13—Southern Traffic League and Freight Claim 
Forum of Southern Motor Carriers Rate 
Conference (Joint Meeting), Atlanta, Ga. 


League, 


26  —American Waterways Operators, Inc., 
Washington, D. C. 

MARCH 

11-12—Ohio Valley Transportation Advisory 


Board, Columbus, O. 


12-13—New England Shippers Advisory Board, 
Boston, Mass. 

13-14—Pacific Coast Transportation 
Board, Los Angeles, Calif. 

25-26—Great Lakes Transportation Regional Ad- 
visory Board, Toledo, O. 


Advisory 





Annual Dinner Dates of Traffic Clubs 


JANUARY—1952 
8  —Traffic Club of Philadelphia, Philadelphia, 


Pa. 
10 —Traffic Club of Chicago, Chicago, Ill. 
10 —Traffic Club of Wichita, Wichita, Kan. 


14. —Worcester Traffic Association, Worcester, 
Mass. 

15 —Traffic Club of St. Louis, Inc., St. Louis, 
Mo. 


15 —Will County Traffic Club, Joliet, Ill. 

15 —Winston-Salem Traffic Club, Winston- 
Salem, N.C. 

15 —Women’s Traffic Club, Winston-Salem, N.C. 

16 —Lima Traffic Club, Lima, O. 

16 —Milwaukee Traffic Club, Milwaukee, Wis. 

16 —Transportation Club of Sioux Falls, Sioux 
Falls, S.D. 

17. —Eastern Indiana Transportation Club, 
Muncie, Ind. 

17. —Nashville Traffic & Transportation Club, 
Nashville, Tenn. 

17. —York Traffic Club, York, Pa. 

17 —Traffic Club of Topeka, Topeka, Kan. 

17. —Traffic Club of New Orleans, New Or- 
leans, La. 

18  —Portland Transportation Club, Portland, 
Ore. 

18  —Richmond (Va.) Traffic Club, Richmond, 
Va. 

19 —Traffic Club of Jacksonville, Jacksonville, 
Fla. 

21 —Citrus Belt Traffic Club of Southern Cali- 
fornia, Los Angeles-Riverside, Calif. 

22  —Will County Transportation Club, Joliet, 
ill. 

23 —Denver Commercial Traffic Club, Denver, 
Colo. 

23. —Traffic and Transportation Club of Monroe 
and West Monroe, La., Monroe, La. 

24 —Bridgeport Traffic Association, Bridgeport, 
Conn. 

24 —Traffic Club of Pittsburgh, Pittsburgh, Pa. 

24 —Tri-City Traffic Club, Moline, Ill. 


26  —Sabine District Transportation Club, Beau- 
mont, Tex. 

26 —Transportation Club of Kansas City, Kan- 
sas City, Mo. 

29  —Motor City Traffic Club of Detroit, De- 

troit, Mich. 





30 —Traffic Club of Syracuse, Syracuse, N.Y. 
31 —Traffic Club of Newark, Newark, N.J. 
31 —Traffic Club of Lansing, Lansing, Mich. 


FEBRUARY 


—Traffic Club of Baltimore, Inc., Baltimore, 
Md. 
—Transportation Club of St. Paul, St. Paul, 
Minn. 
—Traffic Club of Washington, D.C., Wash- 
ington, D. C. 
—Ky-O-Va Traffic Club (Huntington, W.Va.), 
Huntington, W.Va. 
—Traffic Club of Cleveland, Cleveland, O. 
—Traffic Club of Kansas City, Inc., Kansas 
City, Mo. 
10 —Lincoln Traffic Club, Lincoln, Neb. 
12. —Cincinnati Traffic Club, Cincinnati, O. 
14 —Hartford Transportation Club, Hartford, 
Conn. 
14. —Miami Valley Traffic Club, Dayton, O. 
14. —Women’s Traffic Club of Springfield, 
Springfield, Mass. 
14. —Birmingham Traffic & Transportation Club, 
Inc., Birmingham, Ala. 
18 —Tucson Traffic Club, Tucson, Ariz. 
19  —Traffic Club of New England, Boston, 
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Mass. 

20 —San Francisco Traffic Club, San Francisco, 
Calif. 

21 —Traffic Club of New York, Inc., New York, 
N.Y. 


25 —Women’s Traffic Club of Indianapolis, In- 
dianapolis, Ind. 

28 —Women’s Traffic Club of Memphis, Mem- 
phis, Tenn. 

28 —Omaha Traffic Club, Omaha, Neb. 


MARCH 


4 —Traffic Club of Wilmington, Del., Inc., Wil 
mington, Del. 
—Reading Traffic Club, Reading, Pa. 
10 —Triple Cities Traffic Club, Binghamton, 
N.Y. 
10 —Women’s Traffic & Transportation Club, 
Wilmington, Del. 


14. —Harbor Transportation Club, Long Beach, 
Calif. 


TRAFFIC WorRLD 
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AMERICAN HISTORY 


ANNIVERSARY 
Great Lakesto 
the Sea 


HIS ERIE TUG shepherding an export freight 
fpr on floats for shipside- loading is 
one that you see regularly on the Hudson. 
No wonder that the Erie diamond is one of the best 
known railroad symbols in New York Harbor! 


The fact is that Erie’s facilities for import and 
export freight handling are unexcelled. Erie’s 
fleet of 256 vessels is one of the largest in the 
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harbor. Erie’s shore facilities, covered and open 
piers, extensive yards and storage space and 
the most modern handling machinery all add 
up to one thing—speed and time-saving for 
shippers of foreign freight. 


The experienced personnel in Erie’s Foreign 


Freight Department will be glad to cooperate 
with you in handling export and import freight. 
Write or phone any of our offices listed below. 


Erie Railroad 


SERVING THE HEART OF INDUSTRIAL AMERICA 


Foreign Freight Traffic Department 
50 Church St., New York, N. Y., Phone Worth 4-4500 
25 Broadway, New York, N. Y., Phone Worth 4-4500 
327 S. LaSalle St., Chicago, Ill., Phone Harrison 7-4160 
Cable address: Erierail 
Representatives in 25 foreign countries 


STORAGE SPACE AVAILABLE 
Use Erie’s vast storage facilities in New York 


Harbor— both covered and open. Ground 
storage space always available. 






















You Can 
BRING THEM ALL TOGETHER... 
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ee 


via UNION BARGE LINE on the Mississippi River System 


A vast market for consumer goods, a great pool of skilled workers, and a giant storehouse of 
raw materials—that's Middle America, the area surrounding the Mississippi River System. 


And on this great inland waterway you can bring together these markets, these workers, these 
raw materials via Union Barge Line—the thrift route into and out of the Mid-Continent. 


The dramatic story of the inland waterways is portrayed in a Technicolor motion-picture 
‘‘TIMBERHEAD” which is available for private showing, or for use by civic clubs and groups 
interested in transportation problems. Call or write Union Barge Line for details. 





UNION BARGE LINE CORPORATION 


DRAVO BUILDING PITTSBURGH 22, PA. 


Member of tors, Inc. 


over? 
' American waterwo” 
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